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SHIPPING BOXES, TOO 
MUST GIVE a 


To give protection is the chief function of a Hinde & Dauch 
Shipping Box. Polished surfaces must remain unmarred. 

Sharp cornered products must arrive undented. Fragile prod- 

ucts must reach their destination unbroken and all must be 

shielded from dirt, dampness and pilferage. For that reason, 

every H & D Box is made up, specially, to PROTECT the prod- 

ucts it carries. Remember, that regardless of the size, shape or na- 
ture of your product, Hinde & Dauch Package Engineers can build 
a shipping box that will carry it SAFELY, to its ultimate destination. 
Write for illustrated booklet “Package Engineering”. No obligation. 


THE HINDE & DAUCH PAPER COMPANY 
303 Decatur St. - Sandusky, Ohio 
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This mark assures Western Address: Kansas City Fibre Box 
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'e hasarde of transber- Canadian Address: Hinde & Dauch Paper 
Pathe. Co. of Canada, Ltd., King St. Subway 
and Hanna Ave., Toronto. 
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Ample Terminal Facilities 


Delays are costly. American-Hawaiian’s 
adequate terminal facilities insure prompt 


receipt and discharge of cargo. 7 7% 7 
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STEAMSHIP COMPANY 


Superior Coast-to-Coast Service 
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The last word in 


| Warehousing and 


Distribution 
service! 


VERY phase of modern warehousing and 

distribution service is embraced in the oper- 
ation of this complete terminal unit. Modern 
plant and equipment, advanced methods and a 
highly skilled organization provide for our 
clients the utmost in efficient, ex peditious service. 
Our tariffs, adjusted to present-day budget 
requirements, offer unmatched opportunity for 
the economical development of an extensive 
and fertile market. 


Our direct marine service eliminates the 
necessity of hauling from dock to warehouse 
or railroad. Thus shippers may secure the 
full benefit of low-cost transportation via the 
Great Lakes-to-Sea Waterway. 


Detroit Harbor Terminals, Inc. 


4461 W. Jefferson Ave. Detroit, Michigan 
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me. JOHN BULL... will listen 


tO r eas On The “Buy British” movement has been 


a god-send to England. It has forced British manufac- 


turers to recognize the value of their own market. 


American manufacturers can no longer overlook the 
necessity of meeting this encouraged British competition. 
They must either establish their own factories in England 
or retire gracefully. 


Factory sites along the L.M.S. right-of-way are plenti- 
ful—either for sale or for rent. Prices are extremely low. 
Cheaper labor and carrying charges make operation most 
economical. And of course, a “Made in England” label 


for your product eliminates all buying prejudice. 


Let us show you our listing of available factory loca- 
tions—also the experience background of other American 
businesses already manufacturing in England. This in- 
formation will be given in strict confidence—without cost 


or obligation. Just write or phone. 


LIMS 


GREAT BRITAIN 


LONDON, MIDLAND & SCOTTISH RAILWAY OF G. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION] 
Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROADS AND THE PRESIDENT 


HE sweeping character of the victory of Franklin 

D. Roosevelt over President Hoover at the polls this 
week might seem to indicate that our conclusions were 
not correct and that the wave for Roosevelt included, 
not only the discontented masses, but a large percentage 
of thinking, conservative people, but our observation con- 
vinced us that a large percentage of railroad executives, 
quite aside from mere political considerations, were for 
President Hoover—and we are thinking now of the re- 
sult of the election and propose to discuss it purely from 
the transportation point of view. Perhaps they did not 
really believe all they said, or they changed their minds 
at the last minute. 


We can think of many reasons why a railroad execu- 
tive, whatever his transportation thought might be, might 
have voted for President Hoover. He might have been 
influenced by the prohibition issue, the tariff, the thought 
that Republicanism, generally speaking, was more repre- 
Sentative of conservatism and sanity than Democracy, or 
a feeling that it was unwise to make a change at this 
time, especially in view of the fact that there was no cer- 
tainty of bettermert from the change. But our point is 


that, no matter what his thought, we should think, from 
a transportation point of view, that he would have had 
to vote for Hoover, if he did vote for him, with his eyes 
open and his nose closed and, therefore, though we are 
able to account for a Hoover predilection in these quar- 
ters, we are utterly unable to account for the vehemence 
and enthusiasm with which it was evidenced. The atti- 
tude of railroad men, generally speaking, in this cam- 
paign was a mystery to us, as unsolvable as the impres- 
sion that Hoover is a “wonder man” and especially well 
equipped to lead us out of our troubles. 

The purpose of what we are saying is not to con- 
gratulate the country or the transportation world on the 
election of Governor Roosevelt, but to offer some con- 
solation to those railroad men who supported Hoover 
and think the Roosevelt victory a calamity, as well as 
to point to some things that have been done and are be- 
ing done that should have the close scrutiny of persons 
who think along transportation lines and that should be 
understood and checked, no matter who is president. 

Regardless of how we may have voted at this election 
and what other considerations may have appealed to us, 
we have, from the start, regarded President Hoover’s 
transportation policies as unwise and unsound, and we 
have never hesitated to say so. When the present finan- 
cial depression first began to be apparent he called rail- 
road executives (as well as other groups) into confer- 
ence with him and advised them to carry on as usual— 
no reductions in wages, no reductions in employment, 
“business as usual.” That, in our opinion, was unsound 
policy, and it is no answer to say that hindsight is always 
better than foresight. We knew it at the time, and said 
so, as did many others. But it was the President’s idea 
and the railroads pretty generally “fell for” it—to the 
regret of many of them later. 

When the depression became worse he not only did 
not reverse his policy, but he set up the Reconstruction 
Finance Corporation to lend money to (among others) 
railroads that were embarrassed. We do not say that 
this was not a good thing, for we think it was. But we 
think the Reconstruction Finance Corporation has been 
entirely too liberal and has, perhaps, lent money where 
a wiser course would have been to let a particular rail- 
road go through receivership and reorganize on the basis 
of present values and standards. One does no favor to a 
man out of a job and needing money for his personal 
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wants and those of his family, to lend him more than is 
necessary to relieve his immediate wants; it is no favor 
to load him with a burden of debt so that he may conduct 
himself in the way to which he has been accustomed, 
though he has not and may never have the income to 
enable him to repay the loan. And yet President Hoover 
has advocated loans by the Reconstruction Finance Cor- 
poration even beyond necessities, to the point of urging 
the railroads to buy and build new equipment and re- 
habilitate their old equipment—though they have and 
may never have use for it—in order to keep men at work 
and stimulate business. Some of the railroads have even 
“fallen for” that. It is false economic policy and one 
that, if generally adopted, will head the railroads straight 
for government ownership. 

We do not mean to go too much into motives, for no 
one knows a man’s whole motive, but there is certainly 
room for suspicion that President Hoover, though, per- 
haps, believing sincerely that this policy of his is wise 
and in the interest of the public welfare, has been influ- 
enced also by a desire to make business appear to be on 
the upgrade, in the interest of his own reelection and the 
vindication of his party. Certainly, his action in inducing 
the railroads to postpone consideration of another wage 
cut until after the election had that aspect. 

But, more important than all else in a consideration 
of the Hoover transportation policies, is his attitude to- 
ward the St. Lawrence Seaway and inland waterway de- 
velopment generally. He is the chief sponsor and advo- 
cate of these things. While righteously condemning the 
._ Democrats in Congress for their pork-barrel proclivities, 
he has continued actually to boast of the vast sums that 
have been spent and are to be spent on our rivers in the 
effort to make them carriers of commerce with an unfair 
advantage over the railroads, and the sums that are to 
be spent in building a canal from the Great Lakes to the 
Atlantic seaboard. We think these policies are unsound 
but,.be that as it may, we do not understand the enthu- 
siasm of railroad people for a man who advocates them. 

Of course, we do not know that Governor Roosevelt, 
when he becomes president, will be any more sound. His 
speech at Salt Lake City was a sane consideration of the 
transportation problem—but it is easy to make speeches. 
What he does will be the test. We do not know what he 
thinks about inland waterway development and operation. 
But, as we say, transportation men—especially railroad 
men—from the point of view of their special interest, can 
have lost little, if anything, in the succession of Roosevelt 
to Hoover, and they may have gained much. It is to be 
hoped they have and that the president-elect will soon, by 
appointing a cabinet of able men and in other ways, drive 
away the gloom that prevails in certain quarters—espe- 
cially among railroad men—because of the result of the 
election. 


“COORDINATION” DEFINED 


N this column, in the October 29 number, we attempted 
to discuss coordination of transportation agencies 
and facilities. Elsewhere, W. H. Chandler, of New York, 
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a profound thinker on transportation subjects, takes ys 
to task for discussing something other than the subject 
headlined. We plead guilty, to some extent. We find that 
we discussed the method of bringing about coordination 
rather than the definition of that term—and Mr. Chand. 
ler is more or less guilty of the same fault. Let us say 
now that we believe coordination, as advocated with reg. 
pect to transportation in the United States, to be the 
working together in harmony of all kinds of transport, 
to the end that each shall carry the traffic for which it jg 
best fitted and actually the cheapest. With that stated, 
then we might repeat what we said in the former editoria] 
as to the method of bringing about the desired condition, 


We see little force in the objection put forth by Mr, 
Chandler to the regulation by the Interstate Commerce 
Commission or some other body of both railroad and 
highway transport. That objection is, briefly, that the 
Commission is charged by law with fixing rates so that 
the railroads may earn a fair return, and it would be 
difficult to accomplish this if motor trucks, also under 
Commission supervision, were authorized to compete with 
the railroads. The objection presupposes that there would 
be no change in the law in this respect. Of course, it fol- 
lows, if coordination is to be accomplished and the Com- 
mission is to have jurisdiction over all forms of trans- 
port, that there must be many changes in the law. Mani- 
festly, some of the regulatory measures now applied to 
the railroads could not be applied to motor trucks, for 
practical reasons, and they would either have to come 
out of the law entirely or be left in with respect to rail- 
roads and out with respect to trucks. Manifestly also, 
many regulatory measures now applying to railroads 
would have to be omitted with respect to both railroads 
and trucks. Why would not and should not there also be 
some revision of the law concerning the level of rates? 
With coordination accomplished, under perfectly fair con- 
ditions, certainly, if we provided by law for a fair level 
of rates for the railroads, we would have to do the same 
thing for other forms of transport. We see nothing diffi- 
cult or inconsistent about that—in fact, we think it would 
be the thing to do, provided, of course that, in the process 
of effecting coordination, rates were based on real costs 
and made after equalization of regulation. 

As to whether the things we advocate would bring 
about coordination, that is something the future would 
have to determine. We think they would. Mr. Chandler 
thinks they would not. Certainly, we cannot, by fiat, com- 
pel coordination. We can only create the proper condi- 
tions for its development. If, then, it does not develop, 
we do not know what can be done about it. 

Of course, nothing can be really accomplished along 
this line until competent and unbiased surveys have been 
made to determine real costs and the problem is attacked 
in the public interest and without regard for where the 
chips may fall. We have hopes that the Coolidge com- 
mittee may be able to do something valuable along this 
line, at least to point the way. We have long insisted 
(Continued on page 918) 
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In three of the presidential elec- 
tions following the four major busi- 
ness catastrophes prior to that of 
1929, the party in power suffered 
disaster. 

In 1840 “Tippecanoe and Tyler, 
too,” defeated little Van Buren. The depression of 1837 was 
one of the worst known. 

Twenty years later, Abraham Lincoln overcame Douglas 
and the other Democrat who made the race in that year, that 
election following the hard times of 1857. So severe a blow 
fell on Americans in that depression that, even when improve- 
ment had set in, good carpenters were thankful for work at 
fifty cents a day. 

Twenty years before 1857, according to a tradition in the 
writer’s family, two young men members of it trudged from the 
neighborhood of Galion, O., to Cincinnati, carrying on their 
backs the pelts of animals they had trapped and then back again 
with one dollar as their earnings for the winter’s hunting and 
journey of more than 300 miles. 

What happened in the presidential election of 1860 was a 
repetition of what history had done in 1840. The “in” party 
was thrown out. 

But in 1876 history set a new mark. The official record, 
no matter what men may think about its accuracy, says that 
the Republican party won the election notwithstanding the de- 
pression of 1873, though Tilden had a large popular vote plurality. 

Two decades after the election of Rutherford B. Hayes, his- 
tory reverted to the precedents it had set in 1840 and 1860. 
William McKinley defeated both Democratic candidates three 
years after the failure of a great banking house in London had 
intensified, if it did not cause, the collapse of 1893. 

Therefore, when election day came this week, history had 
the stage set for the repeating act, no matter what happened. 
The morning of that day an oracle, Delphic or otherwise, could 
have mouthed a prophecy to the effect that history was about 
to repeat itself, without the slightest danger to his reputation 
for accuracy. Roosevelt’s election would mean the following of 
the precedents of all the election days mentioned except that 
of 1876. Hoover’s election would mean a following of the pat- 
tern of the country’s centennial year. The precedents of 1840, 
1860, and 1896 were followed. The “ins” were thrown out. 


Whether the turning out of the party in power in the first 
election following the crashes of 1837, 1857, and 1893 was due in 
any degree to those depressions is beside the mark. The facts 
constitute the point. The truth that many men believe that 
Tilden was elected in 1876 is of no importance in comparison 
with the fact that the Republican party was not driven from 
power in that year, though a major explosion in 1873 had 
wrecked our financial house. Equally out of the chain of facts 
is the query as to whether the defeated party was responsible 
for the collapses in 1837, 1857, 1893, and 1932. 

Though severe, depressions such as those of 1907 and 1921 
are not regarded as major calamities, because of their rela- 
tively short duration. 


Yes, History Repeats 
Itself, No Matter 
What Happens 





The petition of the Texas lines 
for a reform in the Commission’s ad- 
ministration of the fourth section 
(see Traffic World, Oct. 29, p. 821) 
makes a point that, as a proposi- 
tion in logic, it might be suggested, 
deserves attention. The point is that, when the Commission 
exercises the powers of rate-maker, it should take on itself all 
the burdens of a rate-maker. Naturally, when a carrier pro- 
poses rates it must make them in compliance with the fourth 
section or ask for fourth section relief. Not so when the Com- 
aa prescribes new rates, except when temporarily it gives 

ief. 

Later, if the carriers desire relief, they must do all the 
work necessary. According to the Texas lines, fourth section 
departures resulting entirely from the nature of the rate struc- 
ture are more numerous in rate structures developed by the 


Commission a 
Fourth Section Shirker 
When It Makes Rates? 
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Commission in recent years than in any structure heretofore 
set up by carriers. They assert that, in trying to fit rate 
structures together, the work of the Commission is complete 
except in the fourth section phase. 

It would seem, suggest the Texas lines, that, when the 
Commission exercises the powers of a rate-maker, it should 
comply with all provisions of the law. Whether or not the 
limitations and prohibitions of the law operate on the Com- 
mission as a rate-maker just as they operate on railroads as 
rate-makers, which the Texas lines suggest should be the case, 
the Commission, they think, should assume a part of the tre- 
mendous burden of conforming just, reasonable, and non-dis- 
criminatory rates to the requirements of the fourth section. 
Increased powers, they say, usually bring increased duties and 
obligations. They submit, in all deference, that the Commis- 
sion’s present method of administering the several rate-making 
provisions does not assume any part of the burden that be- 
longs to the rate-maker under section 4. 

In support of their view that the limitations and prohibi- 
tions of the law operate on the Commission just as they operate 
on railroads as rate-makers, they cite Galveston Chamber of 
Commerce vs. Railroad Commission, 137 S. W. 737, a proceed- 
ing in a Texas civil court of appeals. In that case the Texas 
lines contend the court held that all provisions of the Texas 
law prohibiting unjust discriminations, though seemingly directed 
against the railroads, constitute “limitations on the railroad 
commission’s powers in rate-making. 

They point out that, while the decision of the civil court 
of appeals was reversed by the Supreme Court of Texas (145 
S. W. 573), the reversal was on grounds other than and not 
related to the point of law announced by the lower court. They 
suggest that, while there are differences between the federal 
and Texas laws, the decision in that case points to a responsi- 
bility on the part of the federal body not acknowledged by the 
course of the Commission in its administration of the fourth 
section. 

In place of the inflexible circuity rule of the Commission, 
based on an assumption of waste of transportation over de- 
parture routes in excess of the rule’s limitations, the Texas 
lines suggest an exercise of discretion by the Commission such 
as it must use in the making of reasonable rates. 





Now that the election is over 
it may be safe to suggest that 
things that happen in other coun- 
tries have an effect on American 
business. While the campaign was 
on there were some who asserted 
that “shocks” in foreign countries had a bad effect on us. 
Others invited their neighbors to titter at such suggestions. 

American railroads, however, know that the currency 
troubles of Canada have cost them a good deal on account of 
the shrink they have had to take in the rate on lake cargo 
coal going to the Dominion. They have had to refund eighteen 
cents a ton on such coal because of the difference in value of 
Canadian and United States dollars. That shrink was first 
applied to coal going to the lower lake and St. Lawrence 
Canadian ports. This week it was extended to Port Arthur and 
Fort William, Ont., ports that, on the ordinary map, look as 
if they were the farthest north and west Canadian ports to 
which lake cargo coal could be sent. 

That shrink is something that came on railroads in the 
United States lines for a reason growing out of a fact that is 
talked about but not clearly set forth in any of the documents 
in the files of the Commission. The allegation of fact is that 
some American lines at the Niagara frontier were constrained 
to take their divisions in Canadian currency, the exchange 
against which was calculated at eighteen cents a ton. To protect 
their-lake cargo coal tonnage other United States lines agreed 
to shrink their rates in like manner. They accomplished that 
by providing for a refund of that amount of money on proof 
that the coal in question had gone to a Canadian port. In that 
way they provided for the maintenance of the lake cargo coal 
rate to American lake ports beyond the ports of loading. From 
time to time the shrink was extended westward and northward 
until, as before set forth, it reached Port Arthur and Fort 
William this week. 


Currency Trouble Cause 
of Breakdown in 
Lake Cargo Coal Rates 





There is the germ of an idea as 
to how the country may profitably 
employ those who have stubbed their 
toes and become business failures in 
a declaration made by Frederick M. Feiker, director of the 
Bureau of Foreign and Domestic Commerce of the Department 
of Commerce, in a discussion of a detailed analysis of 570 cases 
of commercial bankruptcy. 

“Few attempts have been made,” said Mr. Feiker, “to 


Jobs in Prospect 
for Business Failures 
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secure the experiences of unsuccessful venturers for the con- 
sideration and benefit of others faced with similar difficulties 
of conducting a business profitably.” 

Here is the idea: Let the government establish schools for 
the ascertainment of the reasons why men fail in business. 
Those who have lost their shirts because of inefficient manage- 
ment and unwise use and extension of credit will have a high 
standing in such schools. They will not be exactly the teachers 
there. Their work will come nearer to being that of horrible 
examples. They will be expected to be able to tell why they 
fell down so that the pupils, when they go into business, will 
know what to avoid. 

Inefficient management and the unwise use and extension 
of credit were found to have been the major causes of com- 
mercial bankruptcy. That conclusion came from a detailed 
analysis of the 570 cases of bankruptcy. They were studied by 
Mr. Feiker’s bureau in cooperation with the Institute of Human 
Relations of Yale. They studied the court records made avail- 
able by three referees in bankruptcy. In addition, they inter- 
viewed the bankrupts, the result being the conclusion set forth 
as to the major causes and the suggestion as to the value of 
obtaining the experiences of unsuccessful venturers.—A. E. H. 


RAIL MERGERS AND RAIL WAGES 


A talk about railroad mergers and railroad wages, by Fair- 
fax Harrison, president of the Southern Railway Company, to the 
stockholders of that system at their recent annual meeting, has 
attracted more attention than is usually accorded to the address 
of the president of a corporation at the generally perfunctory 
gathering known as the annual meeting of stockholders. Among 
other things he pointed out that some of the railroads the 
Southern took into its system years ago instead of being con- 
tributors had been “suckers.” For that reason he could not 
see the benefits of mergers about which there was talk today. 

As to wages, he said that the wage paid today to a locomo- 
tive engineer was more than he produced, adding that that 
was a stark fact. On those two topics he said: 


We hear a great deal today about the benefits of mergers to 
railroads. Our own experience does not justify that. The railroads 
which you acquire and which you are required to acquire under these 
merger schemes are not the best railroads or they would have been 
acquired before; but they are railroads which usually tend to reduce 
the net income of any stronger railroad which acquires them. I have 
read with the utmost curiosity and interest all that is said in favor 
of these merger plans as a benefit to the railroads. I can see benefit 
to the stockholders of the weaker railroads that are acquired and 
I can see the benefit to the general stock market, perhaps, of some 
movement in railroad ownership. I can see, too, the benefit from the 
point of view of the politician who is urging merger now in an 
extraordinary reversal of his opinion of a few years ago, because 
he has learned that the larger the railroad unit gets the more helpless 
it becomes politically under our system by which railroad management 
is not allowed to defend itself politically, as all other forms of prop- 
erty are allowed to do. The politician wants the biggest units because 
he can boss the big unit and he can’t boss the little unit. The short 
lines have an association of railroads, one hundred miles long or less, 
which has more influence in Congress than all the trunk line railroads 
in the United States put together. That is because they are local 
concerns and because they have individual interests in the localities, 
and they come to their Congressmen, and through their Congressmen 
to Congress itself, with more appeal than we can exercise or can 
secure in respect to any one railroad system or even more than all 
the railroad systems put together. 

What is the philosophy of merger? I am not able to express a 
convincing opinion, but I have a very strong feeling that it is not 
going to justify, in the sense of improving the condition of the rail- 
roads, that it is not going to strengthen their financial position and 
their ability to resist such pressure as we have had this past year. 

I have thought sometimes that we were all too big and we would 
be better off if there were more of us and more individuality, but 
that is, perhaps, asking that the clock be set back. The railroads 
as an industry have been socialized under pressure of public opinion. 
That movement has gone on all over the world and is not peculiar to 
the United States. 

We are required to do things today on the theory that we were 
a monopoly, which we might. not be required to do if it were recog- 
nized that we are not a monopoly. And we are no longer a monopoly. 
The new forms of transportation which have been introduced, the 
waterways, pipe lines, and the use of the highways for freight as 
well as passenger transportation, have brought about effective com- 
Petition. Nevertheless, we are living under a condition of regulation 
which does not apply to our actual conditions. 


But the largest measure of the socialization of the railroads, the 
thing which has become of heaviest incidence upon the railroad in- 
dustry, is that Congress now fixes wages on the railroads. The theory 
is that railroad wages have a public interest which does not apply to 
the wages of other industries. The result has been that the govern- 
ment has lifted the basis of railroad wages on social grounds and 
standards of living. I don’t think any stockholder or any one inter- 
ested in the railroads can deny the appeal of these considerations, 
but the fact remains that railroad wages have been lifted until the 
cost of human contribution to make the wheels of the railroads go 
around has produced our present economic problem. I am not crying 
out against the wages which the men have received during the period 
of prosperity. I have the same human desire to see them prosper 
that I have towards my officers or the stockholders, but the fact 
remains that it is high wages which have made it necessary steadily 
to increase freight rates. There was a time not so very long ago, 
which many of you remember, when it was the boast and the pride 
of the managers of American railroads that they provided the cheapest 
transportation in the world. Nine mills per ton per mile was an 
average freight rate. That might obtain today except for the fact 
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that the wages have been increased to a point where it is necegga; 
to secure more from the public in order to pay these wages. y 

The social demand for some of the new forms of transportatio, 
has been that they provide cheaper transportation. That isn’t ene 
of all of them, but it is true of the waterways as they are admin. 
istered by the government and subsidized by the government, The 
waterway charges a lower freight rate than the railroad. If the ideal 
of the American people is the lowest transportation charge, the 
the railroads could provide that if they could get their labor in the 
market as the cotton planter does, for what it produces. The Wage 
today paid to a locomotive engineer is more than he produces, That 
is a stark fact. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended October 29 
totaled 617,642 cars, according to reports filed by the railroags 
with the car service division of the American Railway Aggo. 
ciation. 

“Due to the usual seasonal decline in freight traffic which 
generally sets in around this period of the year, this was 4 
reduction of 24,531 cars under the preceding week,” said the 
association. “It also was a decrease of 122,721 cars under the 
same week in 1931 and 317,073 cars under the same week two 
years ago.” 

Miscellaneous freight loading the week ended October 2 
totaled 226,149 cars, a decrease of 10,101 cars under the preced. 
ing week; loading of merchandise less than carload lot freight 
totaled 177,662 cars, a decrease of 1,082 cars; coal loading totaled 
128,869 cars, a decrease of 11,936 cars; live stock loading 
amounted to 23,608 cars, a decrease of 88 cars; grain and grain 
products loading totaled 31,951 cars, 1,033 cars below the pre. 
ceding week; forest products loading totaled 18,856 cars, an 
increase of 283 cars above the preceding week; ore loading 
amounted to 6,019 cars, a decrease of 264 cars; and coke load. 
ing amounted to 4,528 cars, a decrease of 310 cars. 

Revenue freight loading by districts the week ended Oc. 
tober 29 and for the corresponding period of 1931 was reported 
as follows: 


Eastern district: Grain and grain products, 5,687 and 8,089; live 
stock, 1,899 and 2,074; coal, 28,212 and 30,329; coke, 1,472 and 1,477; 
forest products, 1,024 and 1,839; ore, 1,416 and 2,271; merchandise, 
L. C. L., 47,609 and 58,063; miscellaneous, 44,406 and 57,197; total, 
1932, 131,725; 1931, 161,339; 1930, 203,414. 

Allegheny district: Grain and grain products, 2,768 and 3,413; live 
stock, 1,405 and 1,874; coal, 30,298 and 36,577; coke, 1,651 and 2,344; 
forest products, 894 and 1,338; ore, 823 and 3,521; merchandise, L. C. L., 
36,391 and 45,066; miscellaneous, 37,629 and 53,277; total, 1932, 111,859; 
1931, 147,410; 1930, 177,897. 

Pocahontas district: Grain and grain products, 274 and 351; live 
stock, 201 and 229; coal, 34,556 and 33,845; coke, 163 and 248; forest 
products, 506 and 739; ore, 68 and 59; merchandise, L. C. L., 5,216 
on ee 4,925 and 6,273; total, 1932, 45,909; 1931, 47,837; 

Southern district: Grain and grain products, 2,595 and 2,937; live 
stock, 757 and 902; coal, 16,877 and 18,049; coke, 382 and 344; forest 
products, 6,179 and 8,063; ore, 239 and 359; merchandise, L. C. L.,, 
30,310 and 35,722; miscellaneous, 34,327 and 40,717; total, 1932, 91,666; 
1931, 107,093; 1930, 133,436. 

Northwestern district: Grain and grain products, 8,235 and 8,171; 
live stock, 7,434 and 9,170; coal, 6,270 and 7,100; coke, 597 and 630: 
forest products, 4,583 and 5,121; ore, 2,817 and 4,454; merchandise, 
L. C. L., 20,361 and 25,410; miscellaneous, 24,878 and 27,973; total, 1932, 
75,175; 1931, 88,029; 1930, 132,195. 

Central western district: Grain and grain products, 8,266 and 13,038; 
live stock, 10,213 and 12,181; coal, 8,213 and 10,102; coke, 119 and 138; 
forest products, 3,120 and 3,748; ore, 525 and 1,698; merchandise, 

. C. L., 24,560 and 29,145; miscellaneous, 48,088 and 52,793; total, 
1932, 103,104; 1931, 122,843; 1930, 154,174. 

Southwestern district: Grain and grain products, 4,136 and 5,276; 
live stock, 1,699 and 2,560; coal, 4,443 and 5,066; coke, 144 and 110; 
forest products, 2,550 and 2,798; ore, 131 and 294; merchandise, L. C L, 
13,215 and 14,835; miscellaneous, 31,896 and 34,873; total, 1932, 58,204; 
1931, 65,812; 1930, 76,996. 

Total, all roads: Grain and grain products, 31,951 and 41,275; live 
stock, 23,608 and 28,990; coal, 128,869 and 141,068; coke, 4,528 and 5,286; 
forest products, 18,856 and 23,646; ore, 6,019 and 12,656; merchandise, 
L. C. L., 177,662 and 214,339; miscellaneous, 226,149 and 273,103; total, 
1932, 617,642; 1931, 740,363; 1930, 934,715. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 





1932 1931 1930 

Four weeks in January.............- 2,269,875 2,873,211 3,470,797 
Four weeks in February............. 2,245,325 2,834,119 3,506,899 
Four weeks in March............see0. 2,280,672 2,936,928 3,515, 733 
un a, sf &  . Serre 2,772,888 3,757,863 4,561,634 
POUP WEGES 1 TRAP. .csecccccccvccces 2,087,756 2,958,784 3,650,775 
OUP WEES TH DONG ecccccccscccsccese 1,966,355 2,991,950 3,718,983 
BEV WSR TR PUIG 6 occ cccccccccccecs 2,422,134 3,692,362 4,475,391 
Pour weeks in Avigust....ccccccccces 2,065,079 2,990,507 3,752,048 
Four weeks in September............ 2,244,599 2,908,271 3,725,686 
Week ended October 1............... 22,075 777,712 971,255 
Week ended October 8............... 625,636 763,818 954,782 
Week ended October 15.............. 650,578 761,596 931,105 
Week ended October 22.............. 642,173 769,673 959,492 
Week ended October 29.............. 617,642 740,363 934,715 

RE ene Tee ern 23,512,787 31,757,157 39,129,295 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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REDUCED WOODPULP RATES 


N a report written by Commissioner Mahaffie, the Commis- 
I sion, by division 4, in I. and S. No. 3787, woodpulp, north At- 
lantic ports to C. F. A. territory points, has found justified pro- 
posed reduced rates on woodpulp, from Norfolk and other Vir- 
ginia ports and from north Atlantic ports to destinations in cen- 
tral territory. The reductions range from 5 to 6 cents a hundred 
pounds. They were proposed to meet water and water and 
truck rates. The orders of suspension have been vacated and 
the proceeding discontinued. 

Upon the protest of Mississippi Valley Barge Line Co., the 
Mississippi Valley Association, St. Louis, Mo., transcontinental 
rail lines operating from north Pacific coast territory and others, 
the schedules were suspended pending investigation. The reduc- 
tions as first proposed applied only to import and coastwise 
traffic. Later a proposal was made to reduce domestic woodpulp 
rates from Wilmington, Del., from which point a request for 
suspension had been received. 

In the summer of 1931 the respondents, according to the 
report, noted an increasing loss of tonnage via north Atlantic 
ports because of importations through Montreal, Que., and by 
water through the Great Lakes to Michigan ports, thence by 
truck or rail to inland points. It was shown, said the report, 
that the aggregate charges from Baltic Sea ports to destinations 
in central territory through Montreal and through South Haven, 
Mich., were lower than those through New England and At- 
lantic ports. In 1931, one witness testified, 21,300 tons were 
imported through Great Lake ports. A year later such imports 
had increased to 78,866 tons, an increase of 256 per cent in one 
year. Imports through the Atlantic ports, the report said, de- 
creased from 256,716 tons in 1931 to 138,411 tons in 1932. 

Imports through New Orleans moved by barge to Cincin- 
nati, O., and then by truck to Hamilton, O. Imports to that city 
also came in via the St. Lawrence, the Great Lakes and by rail 
from Toledo, O. 

The transcontinental lines, the report said, were the only 
protestants who were represented at the hearing. They alleged 
that the proposed rates, in so far as they might be applicable 
on woodpulp from north Pacific coast points moving through the 
canal, would affect their overland rates and would necessitate 
a downward revision in them. 

Using rates from New York as typical, the report said, the 
proposed rates ranged from 19 to 22 per cent of the first class 
rates and ‘would yield car-mile revenue ranging from 23.5 to 28.5 
cents on an average loading of 68,000 pounds for hauls ranging 
from 562 to 809 miles. Commissioner Mahaffie said the earnings 
did not appear unduly low. 


OHIO FURNACE STONE RATES 


The Commission, in a report written by Chairman Porter in 
No. 23625, rates on raw dolomite and fluxing stone within the 
state of Ohio, No. 23832, Marble Cliff Quarries Co. vs. Pennsyl- 
vania et al., and a sub-number thereunder, Weirton Steel Co. 
vs. Same, has found that intrastate rates on raw dolomite and 
fluxing stone from and to points in Ohio have not been shown 
to cause undue prejudice to persons or localities in interstate 
commerce nor unjust discrimination against interstate commerce 
hor undue preference of, or advantage to, intrastate commerce 
or intrastate shippers. It has dismissed the complaints, finding 
the rate on fluxing stone from Marble Cliff and West Columbus, 
0., to Weirton, Benwood and Wheeling, W. Va., not unreason- 
able or unduly prejudicial to the complainants. The proceeding 
respecting the Ohio intrastate rates has been discontinued. 

Rates on the two grades of limestone, raw dolomite and 
fluxing stone used for metallurgical purposes, prescribed by the 
Ohio commission in the spring of 1929, upon petition of the 
carriers in Ohio, caused the title case. There were three peti- 
tions invoking the thirteenth section against those rates. 

The complaint by the Marble Cliff Quarries Co. was filed 
by a shipper of stone from Marble Cliffs and West Columbus, O., 
to the three West Virginia furnace points hereinbefore men- 
tioned, against a rate of $1.13 a ton in comparison with a rate 
of $1.05 a ton to furnace points in Ohio near the West Virginia 
furnace points. The steel company complaint was filed by a 
receiver of the Ohio stone at Weirton, W. Va. 

According to the report, the Pennsylvania admitted that the 
challenged rates were unduly prejudicial and disadvantageous 
to the West Virginia complainant, in that the rates from Marble- 





head, O., in which defendants serving the West Virginia furnace 
points joined, were too low. 

One of the big points in the cases was the disruption of the 
parity of rates on fiuxing stone and raw dolomite to competing 
furnaces in southeastern Ohio and northern West Virginia caused 
by the reductions to southeastern Ohio which the railroads 
refused to extend into West Virginia, Steubenville and Mingo 
Junction, being typical points in southeastern Ohio. The Com- 
mission showed its reasons for making the findings hereinbefore 
set forth in the following: 


So far as this record is concerned, no reasons appear why 
Weirton and the other West Virginia points should not be on a 
parity with Steubenville and Mingo Junction and other points for- 
merly grouped therewith in rates on fiuxing stone from Marble Cliff 
and West Columbus. Transportation conditions are substantially 
similar, the distances are relatively the same and the furnaces at 
the points in question are in competition with one another. We are 
satisfied that the rate from Marble Cliff to the West Virginia destina- 
tions is not unreasonable. The only basis for a finding of undue 
prejudice and preference arises in connection with the rates from 
Marble Cliff to Steubenville and Mingo Junction on the one hand and 
from Marble Cliff to Weirton on the other hand. However, com- 
plainants insist that any undue prejudice which may exist can be 
removed only by reducing the rate to the West Virginia destinations. 
They strenuously oppose any increase in the rate from Marble Cliff 
to Mingo Junction and Steubenville. In instances where parity of 
rates is sought only by reductions we have regarded the allegation 
of undue prejudice as withdrawn. Washington Building Lime Co. 
vs. Arcade & A. R. Corp., 174 I. C. C. 577; City of Moorhead vs. 
Great Northern Ry. Co., 172 I. C. C. 38. At the argument the Penn- 
sylvania Railroad indicated that unless the intrastate rates from 
the other Ohio producing points were increased, it desired to waive 
any relief which might be accorded in connection with the rate from 
Marble Cliff to Mingo Junction and Steubenville. 


WEST TO SOUTH CLASS RATES 


The Commission, in No. 17000, rate structure investigation, 
part 2, and in fourth section application No. 16 et al., class rates 
between western trunk line and southern territories, by means 
of fourth section order No. 11071, has authorized the applicants, 
represented by E. B. Boyd, until February 3, “to continue class 
rates lawfully in effect prior to October 3, 1932, between points 
in western trunk line territory, on the one hand, and points in 
southern territory, on the other, included in applications Nos. 
163 et al., without observing the long-and-short haul provision 
of section 4 of the interstate commerce act.” 

This fourth section order was issued upon further considera- 
tion of a petition by Boyd for the further postponement of the 
effect date of fourth section order No. 10325, first dated to be- 
come effective. December 3, 1931, but postponed from time to 
time since then. 

The last postponement of that order expired on October 3, 
hence the reference in fourth section order No. 11071 to rates 
“lawfully in effect prior to October 3.” The effect of the last 
mentioned fourth section order is to restore the rates, which, 
technically, became unlawful on October 3 by reason of the fact 
that the effective date of fourth section order No. 10325 had not 
been further postponed as requested in Boyd’s application. 

Fourth section relief on class rates from western trunk line 
territory to the south, said to be few in number, was denied in 
connection with the Commission’s report and order in the west- 
ern class rate investigation, No: 17000, part 2, on the effective 
date of the order establishing the new class rates in western 
trunk line territory. The carriers were admonished in that 
report, but not ordered, to revise their class rates to the south 
in accordance with criteria contained in the report in the west- 
ern class rate case. The effective date of the order denying 
relief, No. 10325, had been postponed from time to time but there 
was no postponement prior to October 3, hence the necessity for 
this latest action, after the event. 


LOS ANGELES TERMINAL USE 


The Commission, by division 6, has dismissed No. 23946, 
Southern Pacific Co. et al. vs. A. T. & S. F. et al. The com- 
plaint alleged that the Santa Fe and the Los Angeles Junction 
Railway Co. violated section 3(3) of the interstate commerce 
act. The complainants were the Southern Pacific and the Los 
Angeles & Salt Lake. The complainants asked for an order 
requiring the Los Angeles Junction Railway Co. to accord them 
joint use of its terminal facilities. The Commission, by dis- 
missing the complaint, denied that prayer. 

The complaint alleged that the Santa Fe, through a non- 
carrier subsidiary, was the sole owner of the junction railroad; 
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that since the acquisition of the stock the junction railroad had 
not been neutrally controlled and independently operated and 
was no longer open to all carriers on equal terms; that the 
Santa Fe had diverted and was diverting traffic to and from 
points served by the junction railway to its own lines; and 
that thereby the complainants had suffered and were suffering 
damage and were subjected to undue prejudice and disadvan- 
tage to the preference and advantage of the Santa Fe. They 
sought relief through the issuance of an order requiring the 
respondents to grant them joint use of the terminals. 

The report showed that the Santa Fe, through its subsid- 
iary, the Western Improvement Co., bought the stock of the Los 
Angeles Corporation carrying with it the stock of the junction 
railway. The president of the Santa Fe, according to the re- 
port said “our thought was to acquire the Central Manufactur- 
ing District (an industrial development), and the railroad went 
with it.” The idea back of that was to acquire lands for indus- 
trial development at a point where the Santa Fe could reach it. 

The Commission said that at no time since that stock ac- 
quisition had there been any change in the management and 
operation of the junction railway, which, since 1925 had been 
operated by a joint agency representing the line-haul carriers 
serving the Central Manufacturing District. The Commission 
said that the evidence indicated that the junction railway had 
afforded and afforded all reasonable, proper and equal facilities 
for the interchange of traffic and that it had not discriminated 
between connecting lines. 

The Commission said that upon this record it could not 
make a finding of public interest essential as the base upon 
which to rest an order under section 3(4) as requested by the 
complainants. 


P. & S. F. FOURTH SECTION 


The Commission, by division 2, in a report in Fourth Sec- 
tion Application No. 14356, Presidio, Tex., extension rates, by 
means of fourth section order No. 11068, pertaining to the rates, 
class and commodity, to and from stations on the newly con- 
structed extension, from Paisano to Presidio, Tex., of the Pan- 
handle & Santa Fe, has authorized that company to establish 
and maintain rates, class and commodity, between stations on 
the extension, on the one hand, and points in the United States, 
on the other, without observing the provisions of the long and 
short haul part of the fourth section. The permission is subject 
to the equi-distant provision of the law and circuity limitations 
together with all other terms and conditions in rates from and 
to Alpine, Tex. 

Relief prayed for in this application with respect to rates 
based on rates from and to Alpine, Tex., protected by applica- 
tions filed pursuant to the amendment of June 18, 1910, to sec- 
tion 4 of the interstate commerce act, is denied effective con- 
temporaneously with the effective date of fourth section orders 
Nos. 9500 and 10767, entered in respect of applications with re- 
spect to rates from and to Alpine, Tex. 


CANNED GOODS CUT DENIED 


With Commissioner Tate dissenting, the Commission, by 
division 2, in I. and S. No. 3795, canned goods between Cali- 
fornia points, has found not justified a proposed reduced rate 
on canned goods, from Sacramento to San Francisco, Calif., and 
other points on San Francisco Bay. The suspended schedules 
have been ordered canceled and the proceeding discontinued. 

Condemnation of the proposed rate is based upon a finding 

that it would be “so low as to be unreasonable.” The proposal 
‘ was to reduce a rate of 12 cents, minimum 36,000 pounds, to 10 
cents on the same minimum. 
_. Sacramento River boat lines and others procured the sus- 
pension of the schedules. The river lines, composed of the 
California Transportation Co., Sacramento Navigation Co., and 
Fay Transportation Co., operating jointly on the Sacramento 
River and its:tributaries since February, 1932, the Commission 
said, contended that the proposed rate would not be reasonably 
compensatory; that the prospective loss in net revenue derived 
by the railroads from their present canned goods traffic was 
greater than the net that any additional traffic would yield; 
that any gain to the railroads would cause a substantial loss of 
revenue by the water carriers; that the proposed reduction 
would cause a rate war and that respondents’ action was in 
violation of section 500 of the transportation act. 

The Commission said that it was conceded that the sus- 
pended rate was substantially less than a rate on this traffic 
which would bear its share of all transportation costs and in 
addition yield a fair return on the investment. The respond- 
ents believed, however, said the report, that the revenue from 
the greater volume of traffic which they expected the suspended 
rate to attract would more than offset the proposed reduction. 

“There is no issue of maximum reasonableness, undue preju- 
dice, or discrimination in this case,” said the report. 
According to the report of the Commission the proposed 
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rate would yield net revenues, over the long line of the Western 
Pacific, on a minimum carload ranging from $8.33 to $14.9 
On an average carload of 58,900 pounds, the report said, after 
deduction of absorptions and expenses, the net revenue would 
range from $25.26 to $31.06. The infirmity of such cost studies 
as the carriers by rail submitted in this case, the Commission 
said, were pointed out in Northern Pacific vs. Department of 
Public Works, 268 U. S. 39 (45 S. Ct. Rep. 412). 

Between July 1, 1922, and Sept. 10, 1931, the interstate rate 
fell from 16 to 12 cents. The lowest water rate, the report 
said, was 11 cents, 20,000 pounds minimum, until it was cut to 
10 cents on April 22, 1929. As to tonnages of the rival lines, 
the Commission said: 


The rail carriers handled less than 14,000 tons of canned goods 
from Sacramento to San Francisco Bay in 1927, but_as a result of 
the reduction effective September 10, 1927, they handled over 34,009 
tons in 1928. The reduction in the water rate in 1929 had the effect 
of reducing the rail tonnage to less than 14,000 tons that year and 
to less than 10,000 tons per year in 1930 and 1931. The gain and 
loss to the rail carriers in each instance was reflected in the tonnage 
of the water carriers. The River Lines from February 1 to July 31, 
1932, transported 19,378 tons, compared with less than 3,500 tons 
moving over the rail lines during the first seven months of 1932. 


The Commission said that the investment of the river lines 
in equipment was about $4,000,000. It was estimated, it said, 
that the net operating revenues for 1932, before deducting de. 
preciation, would be about $200,000. Depreciation of $100,000 
annually, the Commission said, seemed moderate. Canned goods, 
it added, represented 37 per cent of their traffic southbound 
and $80,000 of their revenue. 

“If this tonnage should be diverted to the rail lines by 
reason of the proposed rate,” said the Commission, “‘the revenues 
of the water lines, which have been shown to yield but a nar. 
row margin above operating expenses, without considering 
——— or return upon investment, will be further re. 
duced.” 

Throughout its report the Commission treated the matter 
as a proposal to establish a single rate of 10 cents. In its con- 
clusion the Commission gave recognition to the fact that the 
proposal was to establish a like rate to several destinations. 
It said: 


It may fairly be doubted from the showing before us whether 
the rates in question (lessened by the absorptions) will yield the 
direct costs which the traffic will entail; it seems to be established 
that the reduction sought, when applied to all the traffic, present as 
well as that to be taken from the water lines, will not increase the 
net revenues of the rail lines. The traffic is important to the water 
lines, and their none-too-adequate revenues will be diminished in 
proportion as it is lost to them. There is the prospect of rate wars 
and reprisals on the part of the water lines. We must be mindful 
of the character of the commodity in question, as being of relatively 
high grade. In these circumstances, the rates proposed are found 
to be so low as to be unreasonable, and they have not been justified. 


SHEEP AND GOATS 


The Commission, by division 4, in No. 23145, Arizona Wool- 
growers’ Association et al. vs. A. T. & S. F. et al., No. 24108, 
T. E. Pollock et al. vs. Same, No. 24357, Cross Mountain Sheep 
Co. et al. vs. Same and No. 24427, Ash Ford Live Stock Co. et al. 
vs. Same, has found unreasonable the rates on sheep and goats, 
in double deck cars, from points in Arizona to Kansas City and 
St. Joseph, Mo., to the extent they exceeded those shown in 4 
scale, in effect prior to January 25, 1932, and awarded repara- 
tion. The proceedings are held open for further hearing for 
the submission of proof of damage. 

No rates for the future are prescribed in connection with 
the finding in this case. Reasonable rates for the future from 
and to the points under consideration in this case, the Commis- 
sion said, were prescribed in Livestock, Western District Rates, 
176 I. C. C. 1. ‘That proceeding, the Commission said, had been 
reopened for further hearing and as rates for the future would 
be prescribed after the further hearing no finding as to the 
rates for the future would be made in this case. 

The scale to be used in calculating reparation begins with 
a rate of 66 cents for 800 miles, becomes 70 cents at 900 miles, 
74 cents at 1,000 miles, 77.5 cents at 1,100 miles, 81 cents at 
1,200 miles, 84.5 cents at 1,300 miles, 88 cents at 1,400 miles, 
91.5 cents at 1,500 miles, 95 cents at 1,600 miles and runs out at 
1,700 miles with a rate of 98.5 cents. 

Commissioner Mahaffie, dissenting on the reparation phase 
of the case, said that the record showed earnings more nearly 
approaching those which the Commission had required as minima 
in granting fourth section relief than proper maximum earnings 
on this traffic for the services rendered. He said the complaints 
should have been dismissed. 

The Commission, by division 4, two days after it had issued 
this report and order, put out a corrected report. One cor 
rection consisted of showing that the rates prescribed for use 
in calculating reparation were intended to be used in con 
nection with a minimum of 22,000 pounds on sheep and goats 
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in double deck cars instead of, as erroneously shown in the 
report, on a minimum of 20,000 pounds. Other corrections in 
verbiage were also made. 


COMMISSION REPORTS 


Packing House Products 


Fourth Section Application No. 14487, packing house prod- 
ucts from Louisville, Ky. By division 2. Authority granted, in 
fourth section order No. 11072, to parties to Johanson’s I. C. C. 
No. 2162 to establish and maintain rates, packing house 
products, including lard, lard substitutes, and vegetable cooking 
oils, carloads, from Louisville, Ky., and some intermediate points, 
to destinations in southwestern territory, without observing 
the long and short haul part of section 4. The authority permits 
the applicants having circuitous lines or routes to establish and 
maintain rates on the commodities mentioned the same as those 
contemporaneously in effect over the direct lines, made 10 cents 
a 100 pounds over the rates now in effect from St. Louis, Mo., 
and to maintain higher rates at intermediate points in south- 
western territory, subject to the usual circuity restrictions. 


Brick 


Fourth Section Application No. 14688, brick from Augusta, 
Ga. By division 2. Applicants authorized, in fourth section 
order No. 10922, to establish and maintain rates, common brick 
and related articles, from Augusta, Ga., to points in Virginia 
without observing the long and short haul part of section 4, con- 
structed on the basis of the distance scales prescribed in Merry 
Bros. Brick & Tile Co. vs. A. C. L., 181 I. C. C. 513, subject to 
circuity limitations. 

Terra Cotta 


I. and S. No. 3547, terra cotta from, to and between points 
in southern territory, and between points in southern territory 
and points in official territory. By division 3. Proposed rates 
on building terra cotta within the south and between the south 
and official territory, found justified except as to schedules nam- 
ing rates based on 27.5 per cent of first class for application 
between points on lines of some of the respondents in official 
territory on the one hand and points in southern territory, on 
the other. The Commission said that the present emergency 
charges might be added to the rates it had found justified. The 
excepted schedules have been ordered canceled and the proceed- 
ing discontinued. 

Coal 


No, 24286, Alameda Fuel & Grain Co. et al. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rates, coal, mines in southern 
Colorado to destinations in New Mexico and Texas, and from 
mines in New Mexico to the same destinations in Texas, not 
unreasonable. 

Manure Fourth Section 


Fourth Section Application No. 14809, manure in southern 
territory. By division 2. Authority granted, in fourth section 
order No. 11073, manure in southern territory, on conditions, to 
establish and maintain rates on manure, in southern territory, 
without observing the long and short haul provision of section 
4, the same as contemporaneously in effect on fertilizers and 
fertilizer materials granted in fourth section order No. 9346, 
between the same points, subject to the conditions shown in 
that order, the rates at intermediate points on manure not to 
exceed the rates on fertilizers and fertilizer materials not to 
exceed the lowest combination. 


Lumber 

No. 24444, Johnson Battle Lumber Co. vs. Ocean Steamship 
Co. of Savannah et al. By division 3. Rates, lumber, Warsaw 
and Wadley, Ga., to Cambridge, East Cambridge, Everett and 
Boston, Mass., unreasonable to the extent that the factor, 
Savannah to Boston, exceeded 19 cents on shipments delivered 
at the pier in Boston and 20 cents on the shipments loaded into 
cars. Reparation of $188.77 awarded. 


Fish Oil 
: _No. 24918, Harvotis Corporation vs. C. of N. J. et al. By di- 
vision 4. Rate, fish oil, in tank cars, Southport, N. C., to Bay- 
way, N. J., unreasonable to extent it exceeded 47.5 cents. 


Reparation of $1,400.33 awarded to complainant as assignee of 
Cook & Swan Co., Inc. 


Bituminous Coal 


_ No. 24932, Richard O. Nabring vs. N. Y. C. et al. By divi- 
Scion 4. Rate, bituminous coal, Longacre, W. Va., to Gas City, 
Ind., unreasonable to the extent it exceeded $2.84 net ton. 
Reparation of $98.99 awarded. 


Bituminous Coal 
No. 24999, Capitol Fuel Co. vs. N. & W. et al. By division 


4. Rate, bituminous coal, War, W. Va., to Chicago, Ill., unrea- 
Sonable to the extent it exceeded $3.29 a net ton. Defendants 
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were authorized to waive the collection of the outstanding 
undercharges and the complaint was dismissed. 


Wheat 


No. 25111, Smith & Scott, Inc., vs. A. T. & S. F. et al. By 
division 4. Dismissed. Rate, one carload, wheat, Adnaw, Colo., 
to Los Angeles, Calif., reconsigned to San Diego, Calif., not 
shown to have been unreasonable. 


PROPOSED REPORTS 


Newsprint Paper 

No. 19665, Alexandria Paper Co. vs. A. T. & S. F. et al. By 
Examiner A. J. Sullivan. Upon further hearing, amount of 
reparation due on shipments, newsprint paper, Alexandria, Ind., 
to destinations in central territory proposed to be found to be 
$8,799.01. Original report, 171 I. C. C. 252. The original case 
was heard jointly with the Indiana Public Service Commission 
on its Docket No. 9124, Alexander Paper Co. vs. B. & O. et al. 


Pianos, Etc. 


No. 25228, Rudolph Wurlitzer Co. vs. N. Y. C. et al. By 
Examiner Leland F. James. Charges, two carloads, pianss, 
pipe organs and piano benches, North Tonawanda, N. Y., to 
Chicago, Ill., proposed to be found applicable and charges on 
four carloads proposed to be found inapplicable, the question 
being as to the application of charges under classification Rules 
5 and 15. The examiner said that the undercharges should be 
collected and that reparation should be awarded on account 
of inapplicable charges. 

Leaf Lettuce 


No. 25005, Cleveland Growers’ Marketing Co. et al. vs. N. Y. 
Cc. & St. L. et al. By Examiner Herbert P. Haley. Applicable 
charges, leaf lettuce, carloads, Cleveland, Cincinnati and Toledo, 
O., to St. Louis, Mo., proposed to be found unreasonable but 
not otherwise unlawful to the extent they exceeded fourth class 
rates, minimum 15,000 pounds. Reparation proposed. 


Lumber 


No. 24920, Malta Manufacturing Co. vs. B. & O. By Examiner 
Paul A. Colvin. Dismissal proposed. Restriction of destinations 
in connection with transit, western lumber at Malta, O., pro- 
posed to be found not to result in unreasonable or unduly pre- 
judicial rates. 

Shipping Baskets 

No. 25092. Edgerton Manufacturing Co. vs. Ann Arbor et al. 
By Examiner Paul A. Colvin. Dismissal proposed. Rates, 
wooden fruit and vegetable shipping baskets, with and without 
covers, in straight carload and in mixed carloads with crate 
material, Plymouth and Paoli, Ind., to points in southern Mich- 
igan, not unreasonable or unduly prejudicial. 


Potatoes 
No. 25263, D. E. Ryan Co. vs. C. G. W. et al. By Exam- 
iner Harold M. Brown Dismissal proposed. Rate, potatoes, 
Elysian, Minn., to Rolla, Mo., not unreasonable or otherwise 
unlawful. 
Lumber 
No. 25098, Nichols & Cox Lumber Co. vs. Canadian National 
Railways et al. By Examiner Harold M. Brown. Dismissal 
proposed. Rate, lumber, Hartsburg, Tex., to Alexandria, Ont., 
not unreasonable. 
Cement 
No. 25320, Oklahoma Portland Cement Co. vs. C. R. I. & G. 
et al. By Examiner Harold M. Brown. Rate, cement, Ada, Okla., 
to Shamrock, Tex., proposed to be found unreasonable to the 
extent it exceeded 20 cents. Reparation proposed. 
Terra Cotta 


No. 25068, Atlanta Terra Cotta Co. vs. A. & W. P. et al. By 
Examiner L. B. Dunn. Rate, terra cotta, carloads, East Point, 
Ga., to Tucson, Ariz., inapplicable. Applicable rate proposed to 
be found to have been $1.48. Applicable rates, Tucson and 
Prescott, Ariz., not shown to have been unreasonable. Repara- 
tion proposed. 

Imported Bananas 

No. 24898, Ahern & Carpenter, Inc., et al. vs. B. & O. et al. 
By Examiner G. O. Basham. Dismissal proposed. Rates, im- 
ported bananas, carloads, New York, N. Y., Philadelphia, Pa., 
and Baltimore, Md., to Richmond, Va., not unreasonable. 


China Clay 


No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. A. C. L. et al., 
two sub-numbers thereunder, West Virginia Pulp & Paper Cos. 
et al. vs. Central of Georgia et al. and Harris Clay Co. vs. 
A. C. L. et al.; No. 20225, Empire Floor & Wall Tile Co., Inc., 
vs. C. C. & O. et al.; No. 20409, International Paper Co. et al. 
vs. B. & O. et al.; No. 20734, New Jersey Coated Paper Co. et al. 
vs. Pennsylvania et al.; No. 20850, St. Regis Paper Co. et al. 
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vs. Ann Arbor et al.; No. 20929, Castanea Paper Co. et al. vs. 
A. C. L. et al.; No. 21347, S. M. Bare Paper Co. vs. Central of 
Georgia et al.; and No. 20930, International Paper Co. et al. vs. 
‘Ann Arbor et al., all embraced in one group; No. 20409, Inter- 
national Paper Co. et al. vs. B. & O. et al., embracing also 
No. 20734, New Jersey Coated Paper Co. et al. vs. Pennsylvania 
et al., also included in the preceding group, and 17840, Ceramic 
Traffic Association vs. Pennsylvania et al., on reargument, and 
No. 21619, Trenton Potteries Co. vs. B. & O. et al. By Exam- 
iner George M. Curtis. Upon further hearing jurisdictional and 
interpretative questions proposed to be decided in connection 
with findings in former reports as determinative of amounts 
of reparation therein awarded. Former reports were in 123 
I. C. C. 691, 167 I. C. C. 319, 177 I. C. C. 191, and 179 I. C. C. 
257. Curtis said that the amounts of reparation were hereafter 
to be stipulated. 


ACQUISITION NOT JUSTIFIED 


Examiner R. L. Irwin, in Finance No. 9331, Rockton & Rion 
Railway proposed acquisition and operation, has recommended 
that the Commission find that the present and future public 
convenience and necessity have not been shown to require the 
acquisition and operation by the applicant of a line in Fairfield 
county, S. C. The proposal was to acquire a private railroad 
operated by the Winnsboro Granite Corporation between Rock- 
ton and Rion, a distance of about 4 miles, the purchase price 
to be $25,000 and the purchase to be financed by the issue of 
$25,000 of bonds to the owners of the line. The Weston & 
Brooker Co. and the Palmetto Quarries Co. objected to the 
grant of the application. The examiner said that from the 
record it did not appear that the applicant would derive suffi- 
cient revenue to justify operation of the line. 


H. & T. C. ABANDONMENT 


Examiner Thomas F. Sullivan, in Finance No. 9398, Hous- 
ton & Texas Central Railroad Co. et al. abandonment, has recom- 
mended that the Commission permit the title applicant to aban- 
don, and the Texas & New Orleans Railroad Co., lessee, to 
abandon operation of, a branch extending from Nelleva Junc- 
tion to Mexia Junction, a distance somewhat in excess of 94 
miles. Both applicants are subsidiaries of the Southern Pacific 
system. 

The line about to be abandoned is one of the low grade 
lines constructed when the late E. H. Harriman was building 
his railroad empire to enable the Southern Pacific-Union Pacific 
system to obtain a short route from Kansas City, Mo., to the 
Gulf of Mexico. Work on the line was suspended in 1907 and 
after the separation of the Southern Pacific from the Union 
Pacific, under a decree of the Supreme Court of the United 
States holding the combination to be in violation of the Sher- 
man anti-trust law, the through route project was abandoned. 

The branch to be abandoned is about 9.7 miles shorter be- 
tween Nelleva Junction and Mexia Junction than the main line 
of the applicants between Houston and Dallas, Tex. The branch 
has more favorable grades than the main line, says the exam- 
iner’s report, but because of the necessity of making connec- 
tion at Hearne for traffic moving between northern and southern 
Texas it has not been found practical or economical to use the 
short line for Houston-Corsicana-Dallas traffic. The Houston- 
Dallas line of the Burlington-Rock Island Railroad Co. closely 
parallels the applicants’ line on the east between Iola and 
Jewett, a distance of approximately 44.5 miles. 

The line marked for abandonment, the applicants said, was 
purposely constructed through a thinly-settled country serving 
no large communities and with no intention of being sustained 
by local traffic so as to obtain a low-grade through route from 
the Missouri River to the Gulf. Because of that fact, the report 
says, there has been but little development in the area, and 
with the improvement of highways much of the available traffic 
is handled by trucks. 

Objection to the proposed abandonment was made by the 
state of Texas, the Commission of that state, various chambers 
of commerce, and individuals. On behalf of the protestants, 
it was stated, said Sullivan, that there were no regularly estab- 
lished bus or truck lines serving the area traversed by the 
branch line; that the roads in the area were poor and impassable 
in wet weather; that business on the branch had been discour- 
aged by poor service; that cattle shipments had declined due 
to low prices and tick infection; that the proposed abandon- 
ment would result in increased rates; that oil prospecting was 
in progress in the vicinity of Carlos; and that the lignite mine 
near a would resume operation when conditions war- 
ranted. 

On brief, Sullivan said, counsel for the protestants argued 
that the Commission was without jurisdiction but Sullivan said 
that the jurisdictional question was too well settled by deci- 
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sions of the Supreme Court of the United States to require dis. 
cussion in this report. 

The examiner said the protestants said that legislation re 
cently had been enacted by Texas designed to curb the up. 
restricted operation of trucks, and that abandonment should not 
be permitted until an opportunity had been had to observe the 
effect of the laws in question. Examiner Sullivan said that go 
far as the merits of the present case were concerned the truck 
situation was not important. The portion of the line between 
Iola and Jewett, which he said produced the greater portion 
of the traffic, was paralleled by another railroad and, he added, 
there was not sufficient traffic for both lines. 


N. Y. C. CONTROL OF C. A. & §. 


With four commissioners contending that the New York 
Central should be released from the condition imposed in the 
New York Central unification case requiring it to take over the 
Chicago, Attica and Southern, the Commission hag adhered to 
its original finding that the condition must be met, notwith. 
standing that the New York Central’s net income probably will 
be reduced through acquisition of the Indiana line. 

The ruling of the Commission has been made in Finance 
No. 8672, application of New York Central Railroad Co. for 
certificate to acquire and operate lines of Chicago, Attica & 
Southern Railroad Co. It has found the commercial value of 
the properties of the C. A. & S. to be $165,000; and that acqui- 
sition and operation by the N. Y. C. of the properties will be 
in the public interest. It has authorized the N. Y. C. to acquire 
the properties at a price not to exceed $165,000, and has de. 
ferred the issuance of a certificate and entry of an order pend- 
ing the filing of acceptance by the C. A. & S. Commissioners 
Mahaffie, Eastman, Brainerd and Lee dissented. 

The C. A. & S. is one of the short lines dealt with in the 
New York Central unification case, 150 I. C. C. 278, 154 I. C. C. 
489, wherein the Commission imposed the condition that the 
N. Y. C. should undertake to acquire the C. A. & S. and other 
short lines for considerations equal to their commercial value. 
Its main lines extend from West Melcher to Kents, Ind., thence 
to Wilders, Ind., and thence to LaCrosse, Ind., about 119 miles. 
There are two branches. 

The N. Y. C. and the C. A. & S. failed to agree on the 
commercial value of the property and submitted that question 
of fact to arbitration. The arbitrators determined such value 
to be $362,500 on November 25, 1930. The N. Y. C. then asked 
authority to acquire the property. It asked the Commission, 
however, whether in view of the physical condition of the prop- 
erty of the C. A. & S., and the unlikelihood, as alleged, that 
the road would ever be able to pay operating expenses, the 
N. Y. C. should not be released from the condition requiring it 
to acquire the line. The N. Y. C. also contended that the 
amount of $362,500 fixed by the arbitrators was in excess of 
the commercial value of the property. The C. A. & S. disagreed 
with that contention. It contended on initial brief for a value 


“of not less than $1,500,000 but later said the commercial value 


was not less than the amount fixed by the arbitrators. 

The Commission said the hearings in the case were con- 
cluded on June 24, 1931, “since which date there has been a 
drastic decline of national extent in the commercial value of 
all railroad properties as represented by the selling price of 
their stocks and bonds on exchange. Land values generally and 
the cost of labor and materials entering into construction have 
also declined, and there has been a very drastic decline in 
gross and net earnings of operating railroads. During the same 
period the financial resources of the larger railroad companies 
have been severely taxed to meet existing obligations already 
entered into, and their ability to undertake additional burdens 
in operating unprofitable short lines has been materially im- 
paired. In reaching our conclusions in this case we will take 
notice of the change in conditions subsequent to the testimony 
of record as affecting the commercial value of the Attica prop- 
erty, and the cost of operating and rehabilitating it for Central 
operation; and also in relation to the public interest, on the 
one hand in continued operation of the Attica for the benefit 
of its patrons, and on the other hand in continued service of 
a much greater public by the Central, unimpaired by unreason- 
able burdens placed on it.” 

After going into detail as to the financial history of the 
Attica the Commission came to the conclusion that its commer- 
cial value now was not more than $165,000. The N. Y. C. con- 
tended that the Attica was worthless. 

The Commission held that the Attica should not be aban- 
doned and that the N. Y. C. should assume burden of its opera- 
tion, on the terms indicated. It admitted that the N. Y. C.s 
net income would probably be reduced through acquisition of the 
Attica, and that consequential gains of traffic on its own lines 
would not wholly offset the direct losses to ensue from opera: 
tion of that road. 





tt tile te 


wh te ie th sane 86a eee 


a on a me oe 


2 & 8 moe ow eee oo 


~ 7D — —-— -<- 95 << 4, << 





h- 
1} 


) ae ae oo 





November 12, 1932 


“Tt does not follow from this, however,” said the Commis- 
sion, “that acquisition will necessarily be to the Central’s dis- 
advantage, since abandonment of the Attica might, so far as 
can be determined from the evidence, result in still greater 
losses for the Central... . 

“Recognizing that present conditions have reduced the 
financial resources of the Central, as of virtually all other rail- 
roads, we are nevertheless unable to conclude from the present 
record that its resources have been so far depleted as to leave 
it without means to acquire and rehabilitate the Attica... . 

“Nothing was presented at the later hearings to alter our 
prior conclusion that the Attica is complementary to, and prop- 
erly apportionable to, the New York Central system.” 


Objections to Acquisition 


The dissenting commissioners, speaking through Commis- 
sioner Mahaffie, held that the N. Y. C. should not be required 
to take over the Attica. In his dissenting opinion, Mr. Mahaffie 
said: 


In the first half of the current year the New York Central failed 
by over $11,000,000 to earn its interest charges. During the same 
period we approved loans to it by the Reconstruction Finance Cor- 
poration of $17,999,000. It owes banks on short-term paper $64,000,000. 
We have a certain responsibility for maintaining an adequate trans- 
portation system. That responsibility and the facts as to the Cen- 
tral’s situation should be kept in mind in considering whether we 
should impose additional financial burdens on it. 

It is entirely clear from this record, as I view it, that the ma- 
jority action does impose a burden, and by no means a slight one. 
If there were a chance that the property of the Attica coul be made 
self-supporting, I should not object to the price fixed, but there is no 
reasonable support in the record for a finding that it can be made 
self-supporting. * * * 

The history of the (Attica) property has been one of disaster. Its 
operating losses while a part of the Chicago & Eastern Illinois had a 
great deal to do with bringing that property to receivership. We 
authorized abandonment in 1922, 71 I. C. C. 609, finding as follows: 

‘It appears reasonably clear that the territory traversed by the 
coal road is not productive of sufficient traffic to justify its operation 
as an independent line and that there is no reasonable expectation 
that the territory ever will produce sufficient tonnage to enable the 
property to pay its operating expenses.”’ 

New interests took the property over later in 1922, as the Attica, 
and with local support have attempted to keep it alive. It has been 
kept going only by neglecting maintenance to such an extent that 
the property practically will have to be rebuilt if kept much longer 
in operation. The Attica estimates that rehabilitation to its normal 
standard could be accomplished for $521,500. Central contends it 
would cost $1,347,780 to bring it up to branch-line condition. Even 
with this neglect of maintenance the carrier has reported a deficit 
in net railway operating income in every year of its history, except 
three. In 1929, a year when business in general was above normal 
its deficit in net railway operating income was $5,093. In 1930 it 
was $15,536. Had its taxes been assessed on the normal basis, these 
deficits would have been perhaps $70,000 greater. On a normal tax 
basis the net railway operating income shown for the three years 
would have become a large deficit in each year. Taxes practically 
have been remitted by the state authorities in an effort to aid in 
keeping the property in operation. The Central, when it becomes 
the owner, can not expect such indulgence. 

The majority find that instead of $1,347,780 estimated by the 
Central it will cost only $1,150,000 to rehabilitate the property, and 
that “the probable additional cost of furnishing the transportation 
service that the Attica has been furnishing, including interest charges, 
will be about $200,000 annually.” The Central estimates the addi- 
tional cost at $369,329 annually. 

As stated above, the possibility that the Central can get com- 
pensating advantages is far from promising. It is important, there- 
fore, to consider what public advantage can be expected to result 
gg financial burden placed on the transportation machine of 

ntry. 

, The line extends about 120 miles north and south. Eleven main- 
line railroads cross it. It is paralleled practically its entire length by 
improved roads. No large communities are served exclusively by 
it. Busses and trucks operate extensively in its territory. The en- 
tire territory served is in easy trucking distance of stations on other 
railroads. Of the Attica’s 14 agency stations, 10 are served also by 
other railroads The total tonnage originated and delivered at agency 
stations not served by other carriers, in 1929, was less than 43,000 
tons. No passenger service is performed. 

‘ It is therefore essentially in order to save a truck haul of perhaps 
a 10 miles, on traffic that in the exceptional year 1929 reached 
: 0 tons. that the Central is required to make an initial investment 
: $1,315,000 on the findings of the majority, or $1,512,780 according 
0 the Central’s figures, and to incur an annual expense thereafter 
of $200,000 or, as the Central itself estimates, of $369,329. 

This presents a question that this commission and also the public 
gee face. The question, as I see it, is whehter the rate-paying pub- 
lc shall be assessed generally to support a railroad which has no 
Prospects of paying its own way. For it is obvious that in the long 
“oy such properties as this, if kept in operation, must be supported 
Wine we paid by shippers who do not use them, or by taxation. 
: ith highway transport readily available there is now much less 
qmouse for a subsidy for a line of this character than when we au- 
oe its abandonment in 1922. The increased traffic which the 
ws ty consider possible, and on which the finding of value is 
oe ee would come in the main from other railroads. directly 
= mu rectly. Other carriers in this territory can ill afford to lose 
All c. Some of them now are not earning their operating expenses. 
th _are hard pressed. Diverting traffic from them will only make 
p seated plight so much the worse. Good roads and trucks have ren- 
se obsolete a good deal of railroad mileage. It is useless in these 
beep try to maintain a national transportation svstem on a horse- 
a ev agon basis. A haul of 10 or 15 miles to a railway station used 
aa a serious handicap to a farmer. With improved highways and 
anal 8, it is not so important. It is necessary to the welfare of the 
eer that transportation be conducted as economically as is possi- 
al a waste of carrier assets as is required by the majority 
ae ld not be permitted. It will impose a burden on interstate com- 
erce that greatly outweighs any local benefit. 
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EASTERN CONSOLIDATION PLAN 


In a protest filed with the Commission against the allocation 
of its property jointly to the proposed four major railroad sys- 
tems in the east, exclusive of New England, the Lehigh & New 
England Railroad Co. charged that the allocation was the result 
of hearings held in a period of abnormal economic depression 
“and under pressure from the executive branch of the govern- 
ment to speedily consummate then pending consolidations of 
the railway properties in the belief that such consolidations 
would materially assist in relieving such depression.” 

The protest has been filed in No. 12964, in the matter of 
consolidation of the railway properties of the United States 
into a limited number of systems. In this proceeding, the Com- 
mission, by its decision of July 13, 1932, 185 I. C. C. 403, pro- 
poses that the Lehigh & New England be jointly owned by the 
proposed Baltimore & Ohio, Chesapeake & Ohio, New York 
Central and Pennsylvania systems. 

The Lehigh & New England petitions the Commission to 
reopen and reconsider, on the present record, its report of July 
13, and upon such reconsideration, to modify or amend the 
report by striking out the allocation referred to and in lieu 
thereof, order and determine that the property of the Lehigh 
& New England shall continue to be independently owned and 
operated, or, in the alternative, that it be allocated in its en- 
tirety to such railroad system as shall require for its line con- 
sumption the anthracite coal and cement originating on the 
Lehigh & New England. 

The Lehigh & New England asserts that the proposed allo- 
cation of its property is in direct conflict with every suggestion 
or recommendation since the passage of the transportation act 
in 1920. It is pointed out that under the so-called Ripley plan, 
it was suggested that the railroad ougat to be incorporated 
either with the New Haven or with the New Haven as a part 
of a consolidated New England system. 

It is further pointed out the Commission’s tentative plan 
of August 3, 1921, 63 I. C. C. 455, recommended allocating the 
Lehigh & New England either to system No. 3, Baltimore & 
Ohio, etc., or system No. 7, New Haven, etc., and that the Com- 
mission’s plan of December 9, 1929, 159 I. C. C. 522, allocated 
the road to system No. 2, New Haven, etc. 

The protestant submits that the property of and the trans- 
portation service rendered by it, are essentially the same in 
character as those of the Delaware & Hudson and therefore 
should be treated in like manner, the Commission having found 
that the property of the latter should continue to be inde- 
pendently owned and operated pending determination of dis- 
position of railway properties in New England territory. 

“The Commission’s report,” says protestant, “disregards 
the importance of the large anthracite coal and cement traffic 
originating upon the lines of the Lehigh & New England, with 
the obvious result that if the allocation of the Lehigh & New 
England made by the Commission is consummated, the com- 
petition in respect of the anthracite coal and cement traffic 
originating on the Lehigh & New England will be diminished 
and such traffic discriminated against***” 

Another point made by the protestant is that divided own- 
ership is inherently unsatisfactory and productive of poor re- 
sults. 

It is‘further contended that the proposed allocation does 
not comply with the requirements of the act that competition 
and existing routes and channels of trade shall be preserved 
and it is submitted that the Commission adopted the allocation 
of the Lehigh & New England proposed by the parties applicant 
without proper consideration of these factors. The allocation 
proposed, it is alleged, is certain to result in irreparable injury 
and damage to the anthracite coal and cement industries on its 
line which compete with similar industries on the lines which 
will be solely owned and operated by the four parties applicant. 


N. Y. C. UNIFICATION UPHELD 


In an opinion by Chief Justice Hughes in No. 5, The New 
York Central Securities Corporation, appellant, vs. The United 
States of America et al., on appeal from the federal court for 
the southern district of New York, the Supreme Court of the 
United States, November 7, upheld the Commission’s orders 
authorizing the New York Central to acquire control by lease 
of the Big Four and the Michigan Central and assume obliga- 
tion and liability in respect of certain securities of lessors. 

Appellant, a minority stockholder in each of the companies, 
sought to set aside the orders on the ground that the Commis- 
sion had exceeded its authority. The lower court dismissed the 
petition. 

Appellant, said the Chief Justice, contended that as the 
New York Central had already acquired control of the Big Four, 
and the Michigan Central by stock ownership, the Commission 
could not authorize acquisition of control by lease; that the 
proposed acquisition involved a “consolidation” which could not 
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be authorized under paragraph 2 of section 5 of the interstate 
commerce act; that the main lines of the lessors were parallel 
and competing with those of the lessee so that competition 
would be surpressed, and that the attempt to confer authority 
on the Commission to approve the acquisition of control was 
an unconstitutional delegation of power; that the proposed 
leases transgressed limitations imposed by state authority, and 
that the action of the Commission was unsupported by evidence 
and was arbitrary and confiscatory as to the appellant. 

“The questions presented,” said Chief Justice Hughes, “thus 
relate, in part, to the construction and validity of the statute 
and, in part, to the present application of the statute in view 
of the particular terms of the leases.” 

The Chief Justice said the Commission had pointed out 
that, while the properties of the New York Central, the Big 
Four and Michigan Central were operated as separate units, 
the companies had been under common control, and that this 
control had existed for many years. The authority to lease, 
continued the court, was sought in the view that it would 
facilitate revision of routes, and physical improvements needed 
for new routes, and would make possible important economies 
in operation which the Commission set forth in detail. 

“Section 5 (2) authorizes the acquisition of control ‘to the 
extent indicated by the Commission,’” said Mr. Hughes. “The 
question is not of the extent of the control, provided it stops 
short of ‘consolidation,’ but of the public interest in having the 
control maintained. The public interest is served by economy 
and efficiency in operation. If the expected advantages are 
inadequately secured by stock ownership and would be better 
secured by lease, the statute affords no basis for the contention 
that the latter may not be authorized although the former exists. 
The fact that one preceds the other cannot be regarded as 
determinative if the desired coordination is not otherwise ob- 
tainable. . The view that the proposed acquisition does not 
involve a ‘consolidation’ contrary to the limitation in subdivi- 
sion (2) is in accord with the long-continued construction of 
the statute by the Interstate Commerce Commission. . . 

“Appellant insists that the delegation of authority to the 
Commission is invalid because the stated criterion is uncertain. 

“That criterion is the ‘public interest.’ It is a mistaken 
assumption that this is a mere general reference to public wel- 
fare without any standard to guide determinations. . . The 
provisions now before us were among the additions made by 
transportation act, 1920, and the term ‘public interest’ as thus 
used is not a concept without ascertainable criteria, but has 
direct relation to adequacy of transportation service, to its 
essential conditions of economy and efficiency, and to appro- 
priate provision and best use of transportation facilities, 
questions to which the Interstate Commerce Commission has 
constantly addressed itself in the exercise of the authority 
conferred. " 


“The fact that the carriers’ lines are parallel and compet- 
ing cannot be deemed to affect the validity of the authority 
conferred upon the Commission. The Congress, which had 
power t) impose prohibitions in the regulation of interstate 
commerce (Northern Securities Co. vs. U. S., 193 U. S. 197), had 
equal power to foster that commerce by removing prohibitions 
and by permitting acquisition of control where that was found 
to be an aid in the accomplishment of the purposes in view in 
the enactment of transportation act, 1920. Exercising this 
paramount power, the Congress expressly provided in subdi- 
vision (8) of section 5, which has direct reference to subdi- 
vision (2), that ‘the carriers affected by any order made under 
the foregoing provisions of this section’ are ‘relieved from the 
operation of the antitrust laws,’ and ‘of all other restraints or 
prohibitions by law, state or federal, in so far as may be neces- 
sary to enable them to do anything authorized or required by 
any order made under and pursuant to the foregoing provi- 
sions of this section.’ The question whether the acquisition 
of control in the case of competing carriers will aid in pre- 
venting an injurious waste and in securing more efficient trans- 
portation service is thus committed to the judgment of the 
administrative agency upon the facts developed in the par- 
ticular case.” 


As to state laws and the Commission the court said there 
was no warrant for concluding that “the Congress intended to 
fetter the exercise of the Commission’s authority by requiring 
that the Commission before making its order must determine 
whether the acquisition is within the corporate powers of the 
carrier under state laws.” 


The court upheld the Commission’s condition that the New 
York Central should agree, under specified conditions, to acquire 
certain connecting short lines. 

“It cannot be said,” said the Chief Justice, “that the con- 
sideration of the situation of these short lines was not appro- 
priate to the determination which the Commission was called 
upon to make or that the condition was arbitrarily imposed.” 
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G. N. WINS GUARANTY CASE 


Under a decision of the Supreme Court of the United State, 
Nov. 7, the Great Northern Railway Co. was relieved of paying 
approximately $2,000,000 to the government on account of aj. 
leged overpayment of money to it under certificates issued by 
the Commission under the guaranty provisions of the transpor. 
tation act. The claim of the government was for about $1,300,000, 
but interest, if the government had won, would have brought 
the total claim to about $2,000,000. 

The decision was made by the court in No. 96, The United 
States of America, petitioner, vs. Great Northern Railway (o, 
respondent. The opinion was delivered by Justice Cardozo, 
The Circuit Court of Appeals for the eighth circuit was affirmed. 

The proceeding grew out of administration by the Commis. 
sion of sections 209 and 212 of the transportation act under 
which carriers accepting the guaranty for the first six months 
after the end of federal control were reimbursed so that their 
net railway operating income was brought up to the level pre. 
scribed. 

The Commission certified advance payments of $12,500,000 
to the Great Northern or nearly $6,000,000 less than the amount 
claimed by the carrier to be ultimately due. Justice Cardozo 
said the amount paid was about $3,200,000 less than the estimate 
of the final payment submitted as a basis for the certificate in 
a report to the Commission by its Bureau of Finance. Continv- 
ing, Justice Cardozo said: 


Whatever the final payment might afterwards be found to be, the 
sum certified to be due left or seemed to leave a margin of error 
ample enough for any change within the zone of reasonable 
expectation. We? , 

The Commission, after satisfying thus the instant needs of the 
respondent, continued the investigations necessary to ascertain the 
final balance. Not till five years had passed was it ready to announce 
its findings. In the meantime, it had filed a series of reports or 
decisions defining or revising the principles and formulae that were 
to govern it thereafter in the allowance or disallowance of expen- 
ditures for maintenance. See, e. g., Maintenance Expenses under 
Section 209, 70 I. C. C. 115; in the matter of Final Settlement under 
Section 209 of the Transportation Act, 1920, 70 I. C. Cc. Ti By its 
final certificate issued on June 8, 1926, under Section 209 (g), it cer- 
tified that the total amount necessary to make good the guaranty 
was $11,170,214.02, which was_less by $1,329,786.98 than the payments 
already made. Cf. Great Northern Railway vs. _ United States, 
277 U. S. 172. For the recovery of the difference with interest this 
action was brought. ” ; ; 

We may assume in favor of the petitioner that a certificate issued 
by the Commission under Section 212 of the statute is open to 
impeachment for fraud or mistake, and that payments burdened with 
those infirmities are subject to be reclaimed. If this be assumed, 
it does not avail without more to lay a duty of restitution upon the 
earrier before us. Fraud in the making of the certificate is neither 
proved nor even intimated. Mistake also there was none, but merely 
a revision of judgment in respect of matters of opinion. The re- 
spondent reported that it had paid out for maintenance during the 
guaranty period $28,982,000. There is no claim that this report was 
false even to a penny. Readjustments were needed, however, as 
we have already pointed out, whereby allowance might be made for 
fluctuations in the cost of labor and material, as well as for other 
economic changes, between the period of test and the period of guar- 
anty. The formulae for the readjustment of maintenance expendi- 
tures in use by the Commission on March 1, 1921, reduced the main- 
tenance allowance to $27,233,000, which was more than one and a 
half million dollars less than the expenditures actually made. The 
formulae in use on June 8, 1926, reduced the allowance for main- 
tenance to $23,815,000. In this last reduction lies the explanation of 
the discrepancy between the partial certificate and the final one. 
Neither set of formulae is an expression of mathematical truth in 
such a sense that accuracy may be affirmed of one and error of the 
other. Each makes it necessary to multiply the expenses of the 
test period by a factor derived from an imperfect and approximate 
estimate of a composite change of prices. To what extent the factor 
is an expression of mere opinion is perceived when the process back 
of it is considered. At the date of the partial certificate various items 
of expense during the years of the test period—the cost of locomotives, 
of cars, of tracks, and many others—were separately considered, and 
the proper percentages of increase during the period of the guaranty 
applied separately to each of them. As the date of the final certificate, 
the Commission determined to abandon these refinements. It joined 
together all the property of all the carriers in regional or territorial 
groups, and ascertained the factor of increase for the members of 
a group collectively. By the use of this method, the test period 
expense was to be “multiplied by a factor representing the increas¢ 
in the general level of cost of labor and material for the territories 
in which the lines of railroad of the carrier are situated.” A general 
equation factor was substituted for a series of factors separately 
computed and separately appled. The result, as the Commission 
concédes in its report, is at best an approximation representing an 
exercise of judgment as to the effect of a composite increase. What 
is thus conceded in the report as to the source of the discrepancy 
between the two certificates was confirmed upon the trial by the tes- 
timony of a witness for the government. The difference, he tells US, 
“grew out of a difference of opnion as to the method of calculation 
rather than out of errors in the figures submitted.’’ The Commission 
has not said that in any particular case the general equation factor 
will yield results more accurate than those attained by the method 
theretofore in use. It has claimed no more for the new method than 
an enhancement of simplicity along with an approach to accuracy not 
inferior to that of the method displaced. 

In these circumstances we find no basis for a holding that er 
payment made to the respondent under the partial certificate ° 
March 1, 1921, was due to any mistake of fact, either unilateral oF 
mutual. United States vs. Barlow, 132 U.S. 271, 280, 281. Cf. Gordon VS. 
Butler, 105 U. S. 553, 557, 558. The officials of the government knew 
precisely what they were doing, and kept well within the statute 
defining their authority. They did not act illegally like the officials 
whose acts were challenged in the cases cited by the petitioner. Wis- 
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consin Central Railroad Co. vs. United States, 164, U. S. 190; Grand 
Trunk Western Railway Co. vs. United States, 252 U. S. 112; Burnet 
ys. Porter, 283 U. S. 230. Charged with a difficult task exacting judg- 
ment and discretion, they came to a decision in good faith with 
knowledge of the revelant facts and without departure from the law. 
If the payment under their certificate is to be reclaimed, some other 
ground than mistake or illegality must be found to sustain the 
clamation. ; 
si Mistake and illegality being thus excluded from the reckoning, 
we are brought to a second ground for reclamation put forward by 
the government. The argument is made that by the true construc- 
tion of the statute, a cerificate issued by the Commission under Sec- 
jon 212 is provisional and tentative; that upon the issuing of a final 
certificate of inconsistent tenor, it is superseded and nullified as to 
the past as well as to the future; and that payments made under 
its authority, though legal in the making, become illegal by retro- 
action. We do not so interpret the meaning of the statute. If all 
that the lawmakers had in view was to authorize mere advances 
on the basis of an estimate, the carrier remaining bound to refund 
the excess in the event that the estimate was thereafter found to 
be too high, a suitable form was at hand in Section 209 (h) for the 
expression of their purpose. All that was necessary was to strike 
out the requirement that application must be made during the guar- 
anty period, and to provide that the promise of the carrier to refund 
might be accepted without security. Section 209 (h), thus reframed, 
would have given expression with nicety to the obligation which 
the respondent is said to have assumed. But Section 212, as enacted, 
was drafted upon different lines. By subdivision A of the section, 
the Commission, if unable finally to determine the whole amount due, 
may make its certificate for any amount definitely ascertained by it 
to be due, with supplemental certificates from time to time there- 
after. No longer does the statute speak, as it had spoken in Section 
209 (h), of ‘“‘estimated amounts,” and of contracts to refund any 
excess in the ‘‘advances.’”’ The newly authorized certificates are to 
represent what has been “definitely ascertained;’’ and moneys pro- 
cured thereby are characterized no longer as ‘“advances,’”’ but as 
partial or final payments. If, however, the meaning of subdivision A 
could conceivably be doubtful when considered by itself, the doubt 
is removed by subdivision B. The lawmakers foresaw that there 
might be “deferred debits and credits,” such as unsettled damage 
claims, which could not be fully ascertained till a long time had gone 
by. Accordingly, subdivision B provides that the Commission shall 
be “authorized, in the case of deferred debits and credits which can- 
not at the time be definitely determined, to make whenever in its 
judgment practicable, a reasonable éstimate of the net effect of any 
such items’? the estimates so made to be ‘“‘prima facie, but not con- 
clusive evidence of their correctness in the event of final settlement.”’ 
The petitioners would have us hold that subdivisions A and B, parts 
of a single section, mean one and the same thing with all their dif- 
ferences of form. The contrast between them is too pointed to permit 
us to find identity of thought lurking dormant and concealed beneath 
this diversity of phrase. 

Thus far we have not traveled, in our search for the meaning 
of the lawmakers, beyond the borders of the statute. In aid of 
the process of construction we are at liberty, if the meaning be 
uncertain, to have recourse to the legislative history of the measure 
and the statements by those in charge of it during its considera- 
tion by the Congress. United States vs. Missouri Pacific Railroad 
Co., 278 U. S. 269, 278. If such recourse be had, there is confirma- 
tion of the view that the certificates were more than estimates 
of provisional advances. Subdivisions A and B, as originally intro- 
duced, drew no distinction as to the effect of payments made there- 
under, the certificates being as conclusive under the one as under 
the other. A proposed amendment to modify subdivision B by mak- 
ing the effect of such certificates prima facie, but not conclusive, 
was carried. Sixty Congressional Record, part 3, pages 2815, 2816. 
A separate proposed amendment to modify subdivision A in sub- 
stantially the same way was rejected. Sixty Congressional Record, 
part 3, pages 2812, 2815. In the discussion of these amendments, the 
inquiry was pressed whether the government would be helpless if the 
certificates were too high. The answer was emphatic that the cer- 
tificates were final. Sixty Congressional Record, part 3, pages 2739, 
2802, 2803, 2809, 2812, 2813. 

A word of answer is still due to the argument of the govern- 
ment that the certificate is void because the work of the Commis- 
slon was so hasty and imperfect as to involve an abdication of its 
statutory duty. Without probing at this time the legal implications 
of this argument, we find it without adequate basis in the facts. 
Whatever basis it has is in the testimony of an accountant in the 
service of the Commission. His conclusions are contradicted by evi- 
dence, direct and circumstantial, offered by the carrier, and contra- 
dicted also by the recitals of his superior’s certicfiate. The record 
may permit an inference that the whole amount owing in order to 
discharge the guaranty had not been so definitely determined as to 
make the Commission willing to recommend a settlement in full, 
though even this may be uncertain. It does not command a holding 
that the margin of error was so inscrutable as to preclude the definite 
approval of a payment on account. The judgment is affirmed. 





N. & W. ACCOUNTING 


_In an opinion by Justice Roberts, the Supreme Court of the 
United States, November 7, in No. 18, Norfolk & Western Rail- 
way Co., appellant, vs. United States of America et al., on appeal 
from the federal court for the western district of Virginia, 
affirmed the lower court, thus upholding an order of the com- 
mission under section 20 of the interstate commerce act requir- 
ing the N. & W. to carry certain coal mining properties in its 
accounts as not used in the service of transportation. The 
x one sued to enjoin the order and the lower court dismissed 

suit. 

The order was challenged as in excess of the statutory grant 
of power and it was also characterized as in several aspects a 
denial of due process, said Justice Roberts. The justice said 
the required classification did not in any way take the property 
of the carrier or impair its value. 





OHIO MOTOR REGULATION 


The Supreme Court of the United States, November 7, noted 
probable jurisdiction in No. 395, C. A. Bradley, doing business as 
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Wolverine Motor Freight Lines, appellant, vs. Public Utilities 
Commission of Ohio, on appeal from the Supreme Court of Ohio 
which upheld an order of the state commission denying appellant 
a certificate to operate over Route 20 in Ohio, on the ground 
that the highway already was badly congested with traffic. 

The issue presented by the appeal, said counsel for appellant, 
related to the constitutionality of the attempted exercise by the 
state commission of power vested in it by the Ohio general code 
to refuse to an interstate common carrier by motor vehicle a 
certificate of public convenience and necessity to operate over 
Route 20 from Cleveland to the Ohio-Michigan state line solely 
on the ground that the highway was so badly congested by 
established operations that the addition of appellant’s proposed 
service would create and maintain an excessive and undue hazard 
to the safety and security of the traveling public and to the 
property on such highway. 


LOANS TO RAILROADS 


In Finance No. 9344, Townsville Railroad Co. reconstruction 
loan, the Commission, by division 4, has denied an application 
for a loan of $32,000 to pay funded debt, meet current liabilities 
and operation deficits, and for other purposes. The report said 
the earnings of the applicant from 1924 to date had not been 
sufficient to pay interest charges or retire bonds as they ma- 
tured, and that the ability of applicant to pay interest charges 
in the next three years was extremely doubtful. In view of 
the applicant’s failure to earn its interest charges in the period 
1924 to 1928, inclusive, the report said, it was reasonable to 
presume that it would require more than a general business 
recovery to make the operation of its property profitable or 
self-sustaining in the next three years. 

In Finance No. 9438, Carlton & Coast Railroad Co. recon- 
struction loan, the Commission, by division 4, has approved a 
loan of $549,000 to pay first mortgage bonds, buy 80 logging 
cars from the Flora Logging Co., and one locomotive, and con- 
struct a new extension. The applicant asked $7,000 additional 
for rehabilitation of 7 miles of the logging road of the Flora 
Logging Co. but this was not allowed because the Commission 
said it was denying in Finance No. 9439 authority to the Carl- 
ton & Coast to acquire the line of the logging company. The 
extension will run from Cedar Creek to Tualatin Pass, 9.5 miles, 
in Yamhill county, Ore. The Commission said the applicant 
should post as collateral for the loan $549,000 of its first mort- 
gage bonds and that the loan should be secured further by the 
unrestricted indorsement and guaranty of the Flora Logging 
Co., which owns the entire capital stock of applicant. 

In Finance No. 9264, Frankfort & Cincinnati Railroad Co. 
reconstruction loan, the Commission, by division 4, said the 
applicant had failed to produce evidence required and had 
failed, after notice, to prosecute actively its case before No- 
vember 1. It therefore dismissed the application. 

In Finance No, 9712, the Vicksburg Bridge & Terminal Co. 
has applied for a loan of $4,000,000 from the R. F. C. to liquidate 
its present bonded indebtedness, and to replace a temporary 
timber trestle with a permanent steel trestle on concrete foot- 
ings under requirements of the War Department. It offers as 
security $4,000,000 of first mortgage 6 per cent gold bonds. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9667, permitting the New York, 
New Haven & Hartford Railroad Company to abandon part of its line 
of railroad in Norfolk County, Mass., approved. 

Report and order in F. D. No. 9661, authorizing the Pittsburgh & 
West Virginia Railway Company to pledge with the Railroad Credit 
Corporation the equity of the applicant in certain bonds, now pledged 
or to be pledged with the Reconstruction Finance Corporation, 
approved. 

Report and order in F. D. No. 9575, authorizing the Pacific Coast 
R. (1) to issue $1,000,000 of capital stock, consisting of 10,000 shares 
of the par value of $100 a share; and (2) to assume obligation and 
liability in respect of a promissory note of the Pacific Coast Railroad 
Company in the sum of $1,500,000; said stock to be issued and said 
liability to be assuméd in connection with the acquisition of the 
properties formerly constituting the railroad of the Pacific Coast 
Railroad Company, approved. 

Report and certificate in F. D. No. 9623, permitting the Southern 
Railway Company to abandon operation of the Claremont branch of 
the Atlantic & Danville Railway Company in Greensville, Surry, and 
Sussex counties, Va., approved. 

Report and certificate in F. D. No. 9633, permitting the Wabash 
Railway Company, and its receivers, to abandon a branch line of 
railroad in Adams county, IIl., approved. 


FINANCE APPLICATIONS 


Finance No. 9708. Supplemental application of Erie Railroad Co. 
asking order authorizing applicant to issue and place in its treasury an 
additional $5,000,000 of its refunding and improvement mortgage 6 per 
cent gold bonds, series of 1932, in reimbursement of capital expendi- 
tures, thus increasing the issue of these bonds from_ $25,000,000 to 
$30,000,000. The bonds are to be pledged with the R. F. C. for loans 
approved by the Commission in Finance No. 9655. 

Finance No. 7127. Supplemental application of St. Louis Electric 
Terminal Railway Co. and Illinois Terminal Co. for authority to 
abandon tracks on Ninth Street in St. Louis, Mo., between Branch 
and Salisbury Streets, use of which is no longer necessary because 
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new construction program of applicants in that area has been com- 
leted. 

- Finance No. 9709. Fort Benning Railroad Co. asks authority to 
acquire and operate a line of railroad from Fort Benning, Ga., to 
Fort Benning Junction, Ga., 6.807 miles, now operated by the Central 
of Georgia. The applicant proposes to operate the line by assignment 
to it of a lease entered into between the Secretary of War and 
Henry A. Page, Jr., and C. F. Harris. At Fort Benning Junction the 
line connects with the Central of Georgia and Seaboard Air Line. 
Applicant says if it acquires the line it will eliminate the arbitrary 
assessed by the Central of Georgia on all traffic to or from Fort 
Benning and extend to the army reservation the benefits of through 
rates now in effect to Fort Benning Junction. _ 

Finance No. 9711. Vicksburg Bridge & Terminal Co. asks authority 
to operate a steam railroad over applicant’s bridge across the Mis- 
sissippi River, and approaches thereto, between Delta, La., and 
Vickebuts, Miss., and over applicant’s tracks connecting with the 
bridge approaches at either end. The Yazoo & Mississippi Valley at 
present operates a railroad over the tracks in question under lease 
with applicant. 

Finance No..9713. Vicksburg Bridge & Terminal Co. asks author- 
ity to issue $4,000,000 of first mortgage gold bonds and to pledge them 
with the R F. C. loan of $4,000,000. 

Finance No. 9714. Carolina, Clinchfield & Ohio Railway asks au- 
thority to issue $20,000 of first mortgage 5 per cent 30-year gold 
bonds to take up a like amount of first mortgage 5 per cent 30-year 
ag an of the Lick Creek & Lake Erie Railroad Co. due January 

3. 


Finance No. 9714, sub. No. 1. Atlantic Coast Line Railroad Co. 
and Louisville & Nashville Railroad, as joint lessees, ask authority 
to guarantee the $200,000 of bonds referred to in Finance No. 9714 
and to sell the bonds at the best prices obtainable as and when sold. 

Finance No. 9715. City of New Orleans, La., operating the New 
Orleans Public Belt Railroad by and through the Public Belt Rail- 
road Commission for the city, asks authority to issue not to exceed 
$7,000,000 of negotiable securities to be sold to the R. F. C. and 
the proceeds to be used to finance construction of a bridge across the 
Mississippi River at New Orleans. The R. F. C. has agreed to aid 
in financing construction of the bridge. 

Finance No. 9716. Central Railroad Co. of New Jersey asks 
authority actually to issue $1,074,000 of general mortgage 5 per cent 
a now in its treasury to make them readily available for sale or 
pledge. 

Finance No. 9717. New Jersey & New York Railroad Co. asks 
order authorizing extension of maturity date of $631,000 of general 
mortgage 5 per cent 40-year gold bonds due January 1, 1933, for 
five years. 

Finance No. 9718. St. Loius & Troy Railroad Co. asks authority 
to purchase, finance and operate approximately five miles of line and 
interchange track connection with C. B. & Q. at Moscow, Mo., be- 
tween Troy and Moscow, Mo., and retain excess earnings. The line 
is part of that formerly operated by the St. Louis & Hannibal Rail- 
road Co., included in abandonment authorized in Finance No. 8959. 
Applicant plans to issue $20,000 of capital stock and a note or bond 
for $30,000, due in ten years and bearing 6 per cent interest. Half 
the stock and the note or bond would ‘be used to purchase the line 
and the remainder of the stock would be disposed of as needed and 
the proceeds used to rehabilitate the line, to purchase equipment 
and for working capital. 


Finance No. 9720. Denver & Salt Lake Western Railroad Company 
and Denver & Rio Grande Western Railroad Company ask authority 
to issue capital stock and/or to assume obligation and liability with 
respect to interest during construction and/or dividends on the capital 
stock of the Denver & Salt Lake Western Railroad Company in con- 
nection with the construction of the Dotsero Cutoff. The application 
is for authority permitting the Denver & Salt Lake Western to issue 
capital stock not exceeding $3,850,000 and for permission of both 
applicants to guarantee payment by the Denver & Salt Lake Western 
of interest during the construction of the cutoff; and thereafter pay- 
ment of dividends upon the capital stock at the rate of 5 per cent a 
year, payable semi-annually, so long as the loan of the Reconstruction 
a Corporation to the Denver & Rio Grande Western remains 
unpaid. 





COMMISSION ORDERS 


No. 24469, Northwestern Leather Co. Trust vs. A. C. L. et al. 
Petition of complainant for reconsideration denied. 

No. 24743, Carnation Co. vs. C. & S. et al. Petition of complain- 
ant for reconsideration and rehearing denjed. 

No. 24570, Leslie Gamble et al. vs. Pennsylvania et al. Pro- 
ceeding reopened for further hearing at such time and place as the 
Commission may hereafter direct. 

No. 25505, Ft. Worth Freight Bureau vs. C. R. I. & G. et al. 
Motion of defendant, Ft. W. & D. C., to dismiss the complaint on 
ground that it is premature and does not contain any facts on which 
to base the allegations therein overruled. 

No, 25032, Ferguson Brothers vs. I. G. N. et al. Complaint dis- 
missed for want of prosecution. 

No, 25138, Thurn Maxson Lumber Co. vs. N. Y. C. & St. L. et al. 
Complaint dismissed for want of prosecution, 

No. 24509, Port Gibson Oil Works, Inc. vs. L. & A. et al. Sup- 
plemental petition (second petition) of certain defendants for reopen- 
ing and reconsideration on record as made denied. 

No. 23733, Blue Ridge Talc Co. vs. A. & L. M. et al. Proceeding 
reopened for reconsideration on record as made. 

No. 22754 (and Sub. 1), Nevins Fruit vo., Inc., vs. F. E. C. et al. 
Petition of complainants for reopening and reconsideration denied. 

No. 24436, Western Yarn Mills et al. vs. G. T. W. et al. De- 
fendants’ petition for reopening, reconsideration and reargument 
solely on question of reparation denied. 

No. 25361, Mississippi Industrial Gas Co. vs. A. G. S. et al. Com- 
plain dismissed for want of prosecutfon. 

No. 24563, Willaha Sheep Co. vs. A. T. & S. F. et al. Petition 
of complainant and petition of defendants for reconsideration and 
modification of report and order denied. 

No. 24778, Shreveport-Chamber of Commerce vs. Burlington-Rock 
Island et al. Petition of complainant for reconsideration denied. 

No, 22402, Rockwood Alabama Stone Co. vs. Northern Alabama 
* . Petition of complainant for reargument and reconsideration 

enied. 

No. 24230, Traffic Bureau, Lynchburg Chamber of Commerce, vs. 
A. C. L. et al. and No. 24658, Same vs. N. & W. et al. Proceedings 
reopened for reconsideration on record as made. 

No. 25373 (and Sub 1), Nonamotor Oil Co. vs. U. P. et al. Mo- 
tions of A. T. & S. F. on behalf of all defendants, dated September 

24, 1932, to dismiss the complaints overruled. 
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No, 15543, Turpentine and Rosin Producers Association vs. A. @ 
V. et al. Order entered in this proceeding on July 26, 1927, as sub- 
sequently modified, vacated and set aside. 

No. 25243, Sub 2, W. H. Driggers et al. vs. A. T. & S. F. et al, 
Motion of defendants to require complainants to make their com- 
plaint more definite and certain overruled. 

No. 24642 (and Sub 1), Julius Friedlaender Co. vs. T. & P. et al, 
Petition of defendants for reconsideration on record as made denied, 

No. 25419 and Sub 1, Fairbanks-Morse & Co. et al. vs. A. & § 
et al. Northern Illinois Coal Corporation and United Electric Coa] 
Co. permitted to intervene. 

No. 25595, Illinois Coal Traffic Bureau vs. A. & W. et al. Coal 
Trade Association of Indiana permitted to intervene. j 

No. Edgar E. West and Fred S. James, doing business as 
Platte Valley Potato Growers Marketing Co., vs. Arkansas et al, 
Central Nebraska Co-Operative Potato Growers Association permitted 
to intervene. : 

No. 25450, Witchita Falls Petroleum Traffic Association et al. ys, 
A. & R. et al. Cosden Oil Co. permitted to intervene. 

No. 25449, Sub 3, St. Paul Union Stockyards Co. vs. Alton et al, 
No. 25449, Sub 4, Sioux City Stock Yards Co. et al. vs. A. & E. et al., 
No. 25449, Sub 5, Armour & Co. et al. vs. A. T. & S. F. et al. and No, 
25449, Sub 6, Wichita Live Stock Exchange Association et al. vs. Alton 
et al. Denver Live Stock Exchange and Denver Union Stock Yard Co. 
permitted to intervene. ; 

No. 16295, Fertilizers and fertilizer materials between southern 
points. Proceeding reopened for further hearing for purpose of deter- 
mining whether or not the item ‘Bones, other than human or fresh- 
meat bones, ground, in bags or barrels, C. L., not ground, in pack- 
ages or in bulk, C. L.”’ should be eliminated from list of fertilizer 
materials therein. we 

Ex Parte 102. Application of American Barge Line Co. Petition 
of southwestern rail lines filed August 13, 1932, praying for modification 
of report and order of March 11, 1932, in this case denied. 

0. 22111, New Florence Fire Brick Co. et al. vs. A. & E. et al. 
Petition filed on behalf of certain defendants, for vacation of repara- 
tion order entered on July 11, 1932, denied. 

No. 22654, North American Refractories Co. et al. vs. A. & E. 
et al. Petition filed on behalf of certain defendants, for vacation of 
reparation order entered on July 11, 1932, denied. : ; 

Finance No. 5669, Prescott & Northwestern, excess income. Time 
for compliance with order dated February 1, 1932, is extended to 
December 30, 1932. 

No. 25614, Thomas H. Jaggers, under firm name and style of Thos. 
Jaggers Coal Co. et al. vs. C. of N. J. et al. H. Goldstein, Samuel M. 
Coombs, Arthur A. Hunter, Chester Angelucci, R. T. Willis & Bros., 
Inc., James D. Pasquale, Seeds & Lloyd, Newfield Wood & Coal Co., 
Peter Jordan, J. D. Pasquale Coal Co., Schickendanz & Harker, Wood- 
bury Coal & Supply Co., W. W. Summerill, Leonard Moore, William 
C. A. Costello, Inc., John J. Myers, Warren C. Woodruff & Son, and 
L. M. Bleznak permitted to intervene. ; 

Finance No. 9096, O. S. L. proposed abandonment. Proceeding re- 
opened for further hearing on questions of mining, production, and 
marketing of coal, said further hearing to be held at a time and place 
hereafter to be fixed, and Centennial Milling Co., North Coast Bank 
& Trust Co, and Walter M. Stookey et al. permitted to intervene. 

Finance No. 9689, Application of T. & N. O. and certain other 
subsidiaries of Southern Pacific Co. in Louisiana and Texas for 
authority to consolidate. Missouri-Kansas-Texas and Missouri- 
Kansas-Texas of Texas permitted to intervene. ’ b 

Finance No. 8013, Chesapeake Beach ferry. Time prescribed in 
such certificate, as extended, within which the Chesapeake Beach 
Railway shall commence and complete construction therein authorized 
is further extended to May 1, 1933, and December 31, 1934, respectively. 

1. & S. 3718, Export and oy god to and from southern ports. 
Memphis Freight Bureau permitted to intervene. 

No. 18188, Hubbuch Glass Co. et al. vs. M. P. et al. The order 
heretofore entered in said proceeding, among other proceedings, on 
May 10, 1932. as since amended, which by its present terms will be- 
come effective on December 20, 1932, is further amended so that so 
far as it prescribes the establishment and maintenance of rates on 
window glass, in carloads, from Shreveport, La., to Chattanooga, 
Tenn., which shall not exceed the concurrent rates on said commod- 
ity from the same point of origin to Memphis, Tenn., by amounts 
greater than those indicated therein, the said order shall become effec- 
tive on the further order of the Commission, instead. 





PETITIONS FOR REHEARING, ETC, 


No. 22389, Tri-State Traffic Co. vs. Pennsylvania et al. Complain- 
nt asks rehearing. ’ 
r No. 24367, Canker Iron Works, Inc., vs. I. C. et al. Defendants in 
Sub. No. 3, in this proceeding, ask the Commission to reopen and re- 
consider this matter me a = finding and order of October 10, 

1932, awarding reparation against them. 

1. & S. 3733, Barium of silicate mud in the southwest. South- 
western respondents herein ask for reopening of proceeding for re- 
consideration by entire Commission of decision and order of Division 
3 dated October 19, 1932, and pray that upon such reconsideration the 
Commission set aside that decision, find the suspended schedules 
justified, and enter on order vacating the suspension order and dis- 
continuing the proceeding. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et al. 
Public Service Commission for the state of Kansas, the Hutchinson 
Chamber of Commerce, the Salina Chamber of Commerce, the Topeka 
Chamber of Commerce and Wichita Chamber of Commerce, inter- 
veners herein, ask for amendment of the Commission’s findings and 
orders herein. ‘ 

1. & S. 3749, Barge-mail sugar to southwest stored at ports. St. 
i 8. WwW. Ee, CR LEP. A TT. aS. and MM. P., om 
their own behalf and on behalf of the southwestern lines ask the 
Commission to enter an order setting @own the above-entitled pro- 
ceeding for further hearing. t 

No. 25527, Austin Lowery vs. C. & N. W. Defendant moves , 
strike from complaint herein all allegations relating to the level 0 
the rates, on the ground that in so far as the claims included theres 
relate to the level of the rates they are barred by the statute an 
Commission is therefore without jurisdiction. d 

No. 24833, Globe Grain & Milling Co. vs. S. P. Co. et al. Complain: 
ant asks modification of report and decision dated September 17, i 

No. 23637, Shaffer Oil & Refining Co. vs. A. & St. A. B. et 4. 
Southeastern carriers, defendants herein, ask the Commission to 
reopen and reconsider this matter and modify or vacate its order © 
October 10, 1932. oo 

Finance No. 9032. Marianna & Blountstown Railroad Co., acquis: 
tion and construction. L. & N., A. C. L., and A. & St. A. B. -_ 
reconsideration and reargument before whole Commission with respec 
to this case. 
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November 12, 1932 


NEW MISSOURI LINE PROPOSED 


Government financing of a new double-track railroad be- 
tween Kansas City and St. Louis, Mo., is sought by the St. Louis- 
Kansas City Short Line Railroad Co., in an application in 
Finance No. 9710, asking a loan of $35,000,000 from the Recon- 
struction Finance Corporation. 

The applicant says it was incorporated Nov. 28, 1924, that 
it is a railroad in process of construction, that no corporation 
has any control over it, and that it is not engaged in interstate 
commerce. It has not sought authority from the Commission 
to build the railroad. 

Construction of the line, which would embrace 472 miles 
of main line track and 40 miles of yard and siding tracks, 
would set at work 20,000 men for two years, according to the 
applicant, of which George R. Collins, Kansas City, Mo., is 
secretary. 

Business men and other citizens of Missouri, the applica- 
tion states, have expended $265,000 in obtaining right of way, 
in surveying ard doing other engineering and statistical work 
in preparation for construction of the line. It is further stated 
that Congress at its last session passed and the President 
approved legislation authorizing the company to construct two 
pridges over the Missouri River as a part of the project. 

The applicant said the use to which the loan would be 
applied was to fill a transportation need that had existed since 
the west had been building up. The territory embraced with- 
in the sphere of service of the proposed line, it was stated, had 
been inadequately served by branch lines and lines of such 
excessive length, cheap construction and heavy grades that 
the railroad service heretofore offered had been so inadequate 
that the development of the territory had been greatly retarded, 
to the detriment of business, industry and agriculture. 

The main line distance between Kansas City and St. Louis 
over the proposed route is given as 236 -miles, as against 278 
miles via the Missouri Pacific, according to the application. 

A first mortgage. on all the property of the applicant is 
offered as security for the loan which is asked for in install- 
ments as the work progresses. 

The applicant said it had had under way negotiations for 
private financing of the construction of the line but that the 
failure of the banking house in 1929 with which it was negoti- 
ating put an end to them. 

The right of way of the line passes through Jackson. 
LaFayette, Saline, Howard, Boone, Callaway, Montgomery, War- 
ren, St. Charles and St. Louis counties. Among the towns that 
would be on the line between Kansas City and St. Louis are 
Independence, Marshall, Rockport, Columbia, Williamsburg, 
Warrenton, and Hopewell. The applicant said electric power 
would be used and that the line would be completely electrified. 


EAST TO WEST SUGAR RATES 


The Trafic World Washington Bureau 


While the hearing in I. and S. No. 3814, sugar from Gulf 
and south Atlantic points, was being brought to an end, an 
expected fight against reductions in rates from the east to the 
middle west within official territory was being started. Edgar 
Moulton, of the New Orleans Joint Traffic Bureau, in behalf of 
all its members except the American Sugar Refining Co., asked 
for the suspension of tariffs effective on November 16 and 25. 
His petition drew attention to the fact that one tariff of the 
Delaware & Hudson carried November 16 as its effective date. 
Others in which Mr. Moulton was interested were dated to be- 
come effective November 25. Still others, confined to applica- 
tion within trunk line and New England territories, in which 
southern refiners were not supposed to have an interest, were 
dated to become effective November 15. Commission men, with 
4 view to having the tariff situation simplified, suggested a 
change in tariffs showing dates other than November 15 and 
November 25, so that, at the worst, the Commission, if it felt 
constrained to bring all parts of the sugar fight to the status 
of the tariffs of the southern carriers would have to issue or- 
ders creating no more than two other suspension proceedings. 

When he brought the hearing in I. and S. No. 3814 to an 
end, Examiner Disque set December 15 as the day on which 
briefs in the matter should be filed, with replies thereto in the 
time set by the rules of practice. Setting of that day for briefs 
suggested to those interested in the tariff proposals of the 
northern or official territory lines that the Commission, to hold 
the situation static, would have to suspend the official territory 
tariffs, some dated to be effective November 15 and some dated 
to be effective on November 25, probably in two proceedings on 
account of the difference in effective dates. 

Western trunk lines, in a petition signed by E. B. Boyd 
and H. G. Toll, asked the Commission to suspend supplement 
No. 91 to Pennsylvania I. C. C. No. 200, supplement No. 47 to 
Baltimore & Ohio I. C. C. No. 22230 “and similar tariffs that 
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may have been issued by other eastern lines establishing 
twenty-five per cent of the applicable first class rates on sugar, 
carloads, between points in official classification territory issued 
to become effective on or about November 15, 1932.” 

The western tariff publishing agents asked for suspension 
on account of the long standing relationship. Should the pro- 
posed rates from eastern territory become effective without 
corresponding changes from other producing or shipping points, 
they said, existing relationships would be disrupted. 

“As a result of low rates applicable via uncontrolled water 
routes from the Atlantic seaboard to Chicago and other Lake 
Michigan ports, and from New Orleans . . to ports on the 
upper Mississippi and Illinois Rivers,” said the Boyd and Toll 
petition, “western lines propose to establish comparable rates 
from manufacturing points in Colorado and other western states 
to destinations in Illinois territory and continue, without sub- 
stantial change, the present rates to territory intermediate to 
Illinois territory” in accordance with their fourth section ap- 
plication I. C. C. No. 14816, hearing on which was had in the 
latter part of September. 

Messrs. Boyd and Toll said that such changes as might be 
necessary to meet present competitive conditions should be 
made simultaneously from the various origin points. 

The Norfolk Port-Traffic Commission, Norfolk, Va., has asked 
the Commission to suspend the tariffs, effective November 16 
and November 25, proposing to cancel the import rates on sugar 
and to apply a new, reduced basis of domestic rates thereto, 
from Norfolk and other north Atlantic ports to central freight 
association territory. It says that while the tariffs reduce the 
rates they disrupt the port parity between Norfolk and Balti- 
more and increase existing fourth section departures, all to 
Norfolk’s injury. The protest says that the domestic class rates 
from Norfolk to central territory are higher than from Balti- 
more, while the import class rates are generally the same. 

The protest and request for suspension pointed out the in- 
justices it thought the proposed rates would do to Norfolk and 
ended the list of objections by saying that it strenuously ob- 
jected to, among other things, a continuance of fourth section 
departures in the Baltimore water-rail rates and the proposed 
increase of such violations via Norfolk, as resulting in serious 
injury to the business of that port. : 

The State Port Authority of Virginia, in its request for sus- 
pension, said it had read the protest of the Norfolk Port-Traffic 
Commission and agreed with it. 


The Farmers and Manufacturers Beet Sugar Association, 
Bay City, Mich., composed of manufacturers of beet sugar and 
growers of beets, has asked for the suspension of the tariffs 
effective November 25, proposing to establish the 25 per cent of 
first class basis of rates on sugar from New York and other 
north Atlantic ports to central territory. 


Although the rates on beet sugar from Bay City and other 
sugar producing points in central territory to destinations in 
that territory were lower absolutely than the rates proposed 
from the north Atlantic ports, they were, the association said, 
and would be, higher relatively to most destinations in central 
territory than the proposed rates. The association added that 
if the proposed rates were allowed to take effect they would 
give refineries at north Atlantic ports an undue and unreason- 
able advantage in transportation charges as compared with the 
transportation charges on beet sugar which was ‘naturally 
tributary to the members of the protesting association. 


The Mississippi Valley Barge Line Co. has asked for the 
suspension of the proposed reductions in the rates on coffee as 
well as on sugar from the north Atlantic ports to destinations 
in central freight association territory, dated to become effective 
November 25. The barge line company said that the proposed 
adjustment would disturb the present relationship as between 
rates from New Orleans, on the one hand. and Baltimore and 
other north Atlantic ports, on the other. It added that if the 
reductions were permitted to become effective, they would have 
the result of causing other reductions in the rates from New 
Orleans and Gulf ports and that such reductions would have 
serious effect upon its revenues. The barge line called atten- 
tion to the reductions already proposed by the southern carriers, 
and those in prospect by western railroads. 

The barge line said it had a vital interest in the proposed 
reduced rates on sugar, It said that although it did not par- 
ticipate in traffic from the north Atlantic ports, it was self evi- 
dent that those rates had a direct and controlling effect upon 
the rates from New Orleans, 

“If rates from the latter port are reduced as proposed by 
the carrier in I. and S. No. 3814,” says the barge line petition, 
“there is serious doubt whether this protestant will be able to 
continue in water transportation. Sugar traffic constitutes about 
one-third of its total traffic and provides about 40 per cent of 
its total revenue.” 

The barge line said it appreciated that the southern rates 
on coffee had been permitted to become effective, thus disturb- 
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ing the old relationship between the gulf and north Atlantic 
ports. It added that it sincerely trusted that the north Atlantic 
rates would be suspended in order that the Commission might 
be in position to determine upon formal hearing the propriety of 
the drastic reductions, as it said, in the rates, It expressed 
the hope that the eastern lines’ tariffs would be suspended and 
the matter consolidated with the record already made in I. and 
S. No. 3814. 

Phil G. Safford, assistant to the president of the Mississippi 
Valley Barge Line, says that his testimony in I. and S. No. 
3814, sugar from Gulf and south Atlantic points, was misquoted 
in the Traffic World, Nov. 5, p. 872, with regard to the hauling 
of sugar on the Mississippi River. He said that he remembered 
what he said very distinctly and that it was substantially as 
follows: 


Mr. Ames asked me as to the movement of steel south with return 
sugar and I said that the American was the only line which did this 
that Carnegie and Jones & Laughlin hauled steel south principally 
to Memphis; that the rail lines had become confused because Carnegie 
and Jones & Laughlin barges had been used by other unregulated 
barge lines under lease and that undoubtedly that was the reason that 
the rail ines had assumed that Carnegie and Jones & Laughlin were 
in this business. 


0. C. FOURTH SECTION REVISION 


Carriers operating in official classification territory, parties 
to fourth section applications Nos. 1563, 2060, 2072 et al., have 
asked the Commission for an additional period of six months 
or until June 3, 1933, in which to complete revisions of class 
and commodity rates between points in that territory in response 
to the denial of temporary relief contained in fourth section 
orders Nos. 10786, 10788 and others. The present period in which 
the revision of the rates in question, particularly commodity 
rates, is to be completed expires on December 3. 

In accordance with an understanding between the carriers 
and the fourth section board of the Commission the railroads 
are to devote themselves, with diligence, to a revision of the 
commodity rates. A further understanding in that respect is 
that so long as the carriers proceed with diligence the Commis- 
sion will grant six months’ extensions from time to time. The 
denials were to have been effective on December 3, 1931. 

The Shippers’ Conference of Greater New York has filed a 
petition in the same matter suggesting an extension “preferably 
until 1935, thus making it unnecessary to revise the whole body 
of these rates either by the admittedly impossible task of bring- 
ing them into conformity with the long and short haul clause 
of the interstate commerce act without material change or by 
adopting percentages of first class in order to take advantage 
of the docket No. 15879 fourth section authority.” 

Docket No. 15879 is the Eastern Class Rate Revision. In 
that proceeding the Commission granted fourth section relief 
on class rates and on commodity rates made percentages of the 
class rates. The Commission said that if the carriers would 
revise their commodity rates on the basis of percentages of the 
class rates, the fourth section permission granted in the class 
rate revision would attach to the commodity rates so revised 
on a percentage basis. 


TENTATIVE VALUATIONS 


Valuation No. 1142, tentative valuation report on the prop- 
erty of the Mississippi & Alabama Railroad Co., as of December 
31, 1928. By the Commission, division 1. Final value, total 
owned $13,500, and total used but not owned, $198,500. 

Valuation No. 1144, tentative valuation report on the prop- 
erty of the Modesto & Empire Traction Co. and Modesto Inter- 
urban Railway as of December 31, 1927. By the Commission, 
division 1. Final value, total owned $20,000, and total used but 
not owned $275,000. 


CLASS RATE DIVISIONS 

The Commission, on its own motion, in No. 25630, in the 
matter of divisions of joint class rates in Official Territory, has 
instituted an inquiry into the divisions of joint class rates re- 
ceived by the so-called short or weak lines and electric lines 
in that territory, because of information that the carriers are 
in disagreement, that there is no present prospect of an early 
agreement, and that the disagreement is operating to the in- 
jury of the short or weak line or electric lines. 

The Commission said it believed the carriers concerned 
should be able to settle the disputes without necessity for 
Commission intervention and without further delay. 


FREIGHT HANDLING BY CRANES, ETC. 


On petition of the Brooklyn Eastern District Terminal and 
the Jay Street Terminal, the Commission, in No. 25000, part 2, 
in the matter of loading and unloading freight by cranes, der- 
ricks, and other means, has instituted an investigation into the 
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lawfulness and propriety of the present rates, rules, regula. 
tions, and practices governing the handling of freight by cranes 
etc., as applied to packages weighing less than one thousand 
pounds and as applied “to each pickup or delivery” in trans. 
portation within the New York Harbor district. The matter 
has been set for hearing in Washington, November 28, before 
Commissioner Mahaffie and Examiner Mohundro. 


INTRASTATE EMERGENCY RATES 


The Louisiana and Montana commissions will contest the 
Commission’s decision in No. 25135, increases in intrastate 
freight rates, 186 I. C. C. 615-69, according to John E. Benton gen- 
eral solicitor of the National Association of Railroad and Utilities 
Commissioners. Referring to the fact that the Kentucky and 
Idaho commissions had filed motions for hearing, he said they 
presumably also would contest. 


AUTOMATIC TRAIN CONTROL 


The Norfolk & Western Railway Co., in No. 13413, the auto. 
matic train control proceeding, has petitioned the Commission 
for a modification of orders so as to permit it to discontinue 
the operation of automatic train control devices on its lines 
from Roanoke, Va., to Hagerstown, Md., 238 miles, the com- 
plete installation of the devices having cost $750,898.58. The 
installation Was made in compliance with Commission orders. 
Annual maintenance and operation cost is estimated at $9,800. 

In lieu of the operation of the automatic train control de- 
vices, the N. & W., if permitted by the Commission, would op- 
erate locomotives equipped with automatic cab signals. 

The carrier said there were no known instances where the 
automatic train control could have prevented accidents on the 
line in question which would have occurred in absence of such 
control. On the other hand, it said, operation of the automatic 
train control devices had caused numerous undesired brake 
applications resulting in stopping and delaying trains and dam- 
age to equipment and lading. 

The Norfolk & Western, in pointing out its concern for 
safety measures in the operation of its lines, said it had spent 
$12,477,114 in the interest of safety in the period, 1928-1931. It 
pointed out statistics showing a substantial reduction in the 
number of employes injured or killed. It said it would not ask 
the substitution prayed for if the change would decrease meas- 
ures in the interest of safety. 


ROAD BUILDING NEW CARS 

M. W. Clement, vice-president in charge of operation of the 
Pennsylvania Railroad, said that work at the company’s shops 
on the fabrication of the raw plates and shapes for the 1,285 
new box cars to be built with money provided by the $2,000,000 
“work loan” recently authorized by the Reconstruction Finance 
Corporation, had progressed to the point where the actual as- 
sembling of the component parts of the cars would be started 
this week. 


THE NEW WAY INDEX 


The Transcontinental Freight Bureau, in the latest supple- 
ments to its tariffs, one, two, three, and four series, has adopted 
the new index designed by W. W. W. Arthur, of the Southern 
Pacific Company, Chicago. It contains references to all items 
that have been amended by supplements to the original tariffs. 


CHANGES IN DOCKET 


Hearing in No. 25346, Pittsburgh Generator Co., Inc., vs. B. & 0 
R. R. et ai., assigned for November 11, at Pittsburgh, Pa., before 
Examiner Worthington, was postponed to date to be hereafter fixed. 

Hearing in No. 25110 and Sub. 1, Downington Paper Co. vs. Pa. 
R. R., assigned for November 11, at Philadelphia, Pa., before Exam- 
iner Dillon was canceled. 

Hearing in No. 25445, B. B. Jones vs. N. & W. Ry. et al., assigned 
for November 10, at Washington, D. C., before Examiner Curtis was 
canceled and reassigned for December 8, at Washington, D. C., be- 
fore Examiner Curtis. 


COORDINATION 
(Continued from page 906) 


that there should be a scientific study by persons com- 
petent to make it to the end that all forms of transport 
shall be placed on a proper basis with relation to each 
other and the public welfare. Our transportation sys- 
tem now is about as far as possible from “coordination,” 
however that word may be defined; it is a hodge podge 
and a confusion. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Supreme Court of North Carolina.) Instruction relative to 
carrier’s liability where stock arrives in damaged condition not 
due to natural causes or animals’ innate viciousness held cor- 
rect. 

Instruction recited that, if on arrival of stock at destination 
they were in a damaged condition which was not due to natural 
causes, or from innate and vicious nature of the animals, then 
that would be evidence against carrier that such condition of 
the stock was due to carrier’s negligence. (Edgerton vs. South- 
ern Ry. Co., 165 S. E. Rep. 689.) 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Missouri, Central Division.) State 
may regulate and control movements of motor vehicles over its 
highways. (Schwartzman Service vs. Stahl, 60 Feb. Rep. (2d) 
1034.) 

Citizen’s use of highways as common carrier for hire is 
privilege which state may grant or withhold in its discretion 
without violating due process of equal protection clause (Const. 
Amend. 14).—Ibid. 

Highways belong to state, and it may provide for securing 
safety and convenience of public in their use.—Ibid. 

Person cannot object to classification by state in regulating 
use of highways unless classification or discrimination is entirely 
arbitrary (Const. Amend. 14).—Ibid. 

Every presumption must be indulged in favor of constitu- 
tionality of statute.—Ibid. 

Validity of statute cannot stand upon legislative declaration 
of purpose alone. (Mo. St. Ann., Sec. 5280.)—Ibid. 

Legislative declaration of purpose and policy is entitled to 
gravest consideration in determining validity of statute, and, 
unless clearly overthrown by facts of record, must prevail (Mo. 
St. Ann., Sec. 5280).—Ibid. 

Statute regulating carriers by motor vehicle held, under 
evidence, not arbitrarily discriminatory as applied to contract 
hauler, though exempting motor vehicles used exclusively in 
transporting farm and dairy products from farm or dairy to 
original storage or market (Mo. St. Ann., Secs. 5264-5280, and 
Sec. 5265; Const. U. S. Amend. 14).—Ibid. 

Though exemption is clear discrimination, statute is not 
invalid unless arbitrary (Const. Amend. 14).—Ibid. 

Statute regulating carriers by motor vehicles held not arbi- 
trarily discriminatory as applied to contract haulers, though 
exempting motor vehicles used exclusively in distributing news- 
papers from publisher to subscribers or distributors (Mo. St. 
oy Secs. 5264-5280 and Sec. 5265; Const. U. S. Amend. 14).— 

id. 


Where plaintiff showed property rights would be affected 
and that plaintiff’s truck drivers had been arrested and prose- 
cuted, suit to restrain allegedly unconstitutional statute regu- 
lating motor carrier held not open to objection that suit was 
Prematurely brought or that court could not enjoin prosecu- 
tion of criminal offense (Mo. St. Ann., Secs. 5264-5280).—Ibid. 

Equity court is not divested of jurisdiction to restrain act 
by mere fact that act is criminal.—Ibid. 





(District Court, E. D. Pennsylvania.) Within its statutory 
powers and responsibilities concerning railroad management, 
Interstate Commerce Commission is supreme (Interstate Com- 
Merce Act, Sec. 1 et seq. (49 USCA, Sec. 1 et seq.)). (New 
York Dock Ry. vs. Pennsylvania R. Co., 1 Fed. Supp. 20.) 

Railroad’s proposal to deliver and receive freight by motor- 
trucks to and from consignees’ and shippers’ places of business 


The Traffic World 





PAGE 919 





held not to constitute “extension” or “abandonment” of rail- 
road within statute requiring certificate from Interstate Com- 
merce Commission (Interstate Commerce Act, Sec. 1 (49 USCA, 
Sec. 1)).—Ibid. 

Respecting propriety of preliminary injunction against rail- 
road before its application for statutory certificate, court could 
not assume that Interstate Commerce Commission would fail in 
its legal or public duty (Interstate Commerce Act, Sec. 1 et seq. 
(49 USCA, See. 1 et seq.) ).—Ibid. 

Respecting extent to which railroads are subject to Inter- 
state Commerce Commission’s control, court cannot go further 
than enactments of Congress (Interstate Commerce Act, Sec. 1 
et seq. (49 USCA, Sec. 1 et seq.)).—lIbid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Departure from 
course to load coal held not breach of carrier’s duty, in view 
of bill of lading, as regards liability for fire loss (46 USCA, Sec. 
182). The Salvore, 60 Fed. Rep. (2d) 683). 

Shippers are entitled to have goods carried to destination 
with customary expedition.—Ibid. 

In proceeding for exoneration from liability, burden held 
on cargo owners to show that making repairs during unloading, 
in course of which fire broke out, was not customary and was 
unreasonable as to cargo (46 USCA, Sec. 182).—Ibid. 

In proceeding for exoneration from liability, record held not 
to show that repairs, during which fire broke out, were un- 
reasonable as to cargo and not customary (46 USCA, Sec. 182). 
—Ibid. 

In proceeding for exoneration from liability, burden held 
on cargo owners to prove fire was caused by shipowner’s neg- 
lect or design (46 USCA, Sec. 182).—Ibid. 

Cargo owner’s failure to prove that fire was caused by ship- 
owner’s neglect or design gave ship benefit of fire statute (46 
USCA, Sec. 182).—Ibid. 

In proceeding for exoneration from liability, deck stowage 
of cargo held not “deviation,” where cargo was damaged by 
fire (46 USCA, Sec. 182).—Ibid. 

Where fire loss occurred in Genoa, held court correctly left 
Se claims to be adjusted at Genoa (46 USCA, Sec. 
182) .—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Where con- 
signee of two shipments indorsed bill of lading for one over to 
another party, indorsee held liable only for loading demurrage 
on shipment received by endorsee, and consignee only for de- 
murrage on shipment received by consignee. (The Lake Galera, 
60 Fed. Rep. (2d) 876.) 

Court can take judicial] notice that government-owned ves- 
sels are chartered subject to regulations issued by Emergency 
Fleet Corporation only where government is principal of party 
executing charter.—Ibid. 

Where government vessels were chartered under charters 
executed by government’s agents, United States held proper 
party to sue for demurrage.—Ibid. 

In government’s suit for demurrage, defense of laches held 
unavailable.—Ibid. 

Right to recover demurrage from consignee and cargo re- 
ceivers for delay at loading port held not lost by failure of 
vessels to insist upon lien for demurrage, where charter pro- 
visions respecting demurrage. were incorporated in bills of 
lading by reference.—Ibid. 

Absent contrary agreement, receiver of cargo should be 
held for loading demurrage when bill of lading provides that 
consignee and assigns shall pay freight or demurrage.—lIbid. 

Where, under bills of lading and charter party, cargo con- 
signees and receivers were Clearly obliged to pay loading de- 
murrage, alleged custom respecting collection thereof could not 
change obligations.—Ibid. 

Sale by cargo consignee on “cost and freight” basis held not 
“maritime contract,’ and hence, in shipowner’s suit against 
consignee and buyer for loading demurrage, breach of such 
contract could not be basis of right of contribution between 
consignee and buyer; admiralty having no jurisdiction of con- 
tract (Admiralty Rule 56 (28 USCA, Sec. 723).—Ibid. 

In shipowner’s suit for loading demurrage, dispatch money 
gould not be offset by consignee against demurrage, such dis- 
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patch money being due to charterer, and it could not furnish 
basis for lien for which consignee’s personal obligation for 
demurrage might be exchanged.—lIbid. 





(Circuit Court of Appeals, Second Circuit.) Bailor of de- 
mised barge, suing bailee for returning barge in bad condition, 
must plead negligence. (Alpine Forwarding Co. vs. Pennsyl- 
vania R. Co., 60 Fed. Rep. (2d) 734.) 

Bailee of demised barge, even if promising to return barge 
in good condition, is liable only for negligence in returning 
barge in damaged condition.—Ibid. 

Party must plead all he must prove.—lIbid. 

Bailor of demised barge, on proving bailment and return in 
damaged condition, is entitled to rebuttal presumption of 
bailee’s fault.—lIbid. 

Bailee of demised barge must meet presumption that damage 
was caused by his fault by showing how barge was damaged or 
that damage was not due to his neglect.—Ibid. 

Bailee of demised barge seeking to show that damage there- 
to was not due to his neglect must prove all he has done with 
regard to it.—Ibid. 

Charge held immaterial, where jury returned verdict which 
should have been directed.—Ibid. 

In action for returning demised barge in damaged condition, 
presumption that bailee was negligent held not met by bailee’s 
evidence; hence bailor was entitled to directed verdict.—Ibid. 

In action for returning barge in damaged condition, pre- 
sumption of bailee’s fault, when met by bailee, disappears, and 
does not concern jury.—Ibid. 

In proving that bailee’s fault caused damage to barge, bailor, 
though presumption of bailee’s fault has been met, may use 
bailee’s evidence so far as supporting bailor.—lIbid. 

So far as evidence of bailor, raising presumption that dam- 
age to demised barge was caused by bailee’s fault, supports 
issue of fault aside from presumption, evidence is for jury.— 
Ibid. 

Where bailee has met presumption that barge was damaged 
through bailee’s fault, but evidence is, aside from presumption, 
sufficient to carry issue of fault to jury, instruction should not 
mention presumption.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) In libel for loss 
of and contamination of linseed oil by sea water, finding that 
government, as shipowner, had not exercised due diligence to 
render tank seaworthy held supported. (The Anaconda, 60 
Fed. Rep. (2d). 898.) 

Where, although oil uncontaminated when shipped was con- 
taminated at end of voyage, and tank used did not leak, excep- 
tion in bill of lading against liability for contamination held to 
protect shipowner in absence of negligence.—lIbid. 

Although oil uncontaminated when shipped was contam- 
inated at end of voyage, evidence held not to show lack of 
diligence on part of shipowner in cleaning or making tank sea- 
worthy.—Ibid. 

Witness who had eight years’ experience as superintendent 
of large oil refiner held qualified to testify regarding damage 
to the linseed oil by sea water. 

The witness was qualified as he had before him the chem- 
ical analysis of the oil, and was familiar with the cost of re- 
conditioning contaminated oil and with market conditions, and 
while he was not in charge of sales for his company, he was 
in a position to make a fair appraisal.—lIbid. 

In computing value of depreciated oil delivered to consignee, 
multiplying of estimated value of oil per gallon by number of 
gallons of pure oil shipped instead of by number of gallons of 
mixed oil and water on which estimated value had been based 
held erroneous.—Ibid. 

Four days’ demurrage held most that could be allowed under 
evidence for delay of barge at customs due to condition of oil 
on barge.—Ibid. : 

Under evidence, only two days’ hire could be allowed for 
barge engaged to transport oil from one tank so that it would 
not become mixed with oil in another tank contaminated through 
shipowner’s negligence.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Test of sea- 
worthiness of ocean-going barge is ability for service under- 
taken. (The T. J. Hooper, 60 Fed. Rep. (2d) 737.) 

Evidence held to establish that ocean-going barges, lost in 
gale, were unseaworthy, an lack of reasonable diligence to 
7, them seaworthy, rendering owners liable for cargo loss. 
—Ibid. 

Evidence disclosing coastwise tugs were not properly 
equipped with radio receiving sets to receive storm warnings 
held to establish tugs’ unseaworthiness, precluding limitation 
of liability.—Ibid. 





(District Court, E. D. New York.) Railroad held bailee as 


The Traffic World 





Vol. L, No. 2 


to barge towed to pier, there loaded with coal, and awaiting 
return towage. (The M. M. O’Brien, 60 Fed. Rep. (2d) 976.) 

Decision of Circuit Court of Appeals of same circuit hejg 
binding on District Court.—Ibid. 

In determining whether tug master exercised care jp 
maneuver, court should put itself in tug master’s place ang 
divest itself of knowledge coming after the event.—Ibid. 

Under evidence, sinking of barge while in tow of tug com. 
ing to her assistance after barge was discovered leaking helq 
due to negligence of barge captain, not tug master or tug owner, 
—Ibid. 

Evidence held not to warrant finding of unseaworthiness 
of barge when loading cargo, as regards limitation of liability 
for cargo damage and loss when barge sank.—Ibid. 

Captain of barge moored with others held negligent ip 
waiting without pumping after discovering leak until boat was 
sinking.—Ibid. 





(District Court, W. D. New York.) Under charter party 
covering shipment from Cuba to Toronto, containing owner’ 
guaranty that steamer could proceed through rivers and canals, 
it was proper to install canal gear at Montreal. (The Older, j 
Fed. Supp. 119.) 

Under charter party covering shipment from Cuba to 
Toronto, shipowner was not bound to install canal gear at be. 
ginning of voyage.—lIbid. 

Where shipowner on trip from Cuba to Toronto had canal 
gear installed at Montreal in accordance with custom, there 
was no deviation resulting which would make owner liable as 
insurer for damage to cargo while installing canal gear.—Ibid. 

Shipowner’s agent’s use of acetylene burner in installing 
canal gear on ship filled with inflammable cargo held negligence 
where proper precautions were not taken to protect cargo— 
Ibid. 

Where, in course of installing canal gear, shipowner caused 
damage to cargo by fire, he was not protected by fire statute 
(46 USCA, Sec. 182). 

Fire statute (46 USCA, Sec. 182) provides that owner is nt 
liable for damage to cargo by reason of any fire happening on 
board, unless such fire is caused by design or neglect of owner. 
—Ibid. 

Shipowner was not relieved by fire statute from liability in 
selecting through agent, unskillful contractor to install canal 
gear where damage resulted to cargo from fire (46 USCA, Sec. 
182) .—Ibid. 

It was duty of owner of ship containing inflammable cargo 
in installing canal gear with acetylene torch to exercise highest 
degree of care.—Ibid. 

Shipowner’s engagement of agent to install canal gear did 
not relieve owner of responsibility, where fire, damaging cargo, 
resulted from use of acetylene torch.—lIbid. 





(District Court, E. D. New York.) Steamship company issu- 
ing through bill of lading held without authority to limit liability 
by accepting local bill of lading containing agreed valuation 
clause for sum smaller than that contained in through bill. (The 
Cayo Mambi, 1 Fed. Supp. 116.) 

Liability of second carrier is measured by its own contract, 
not by through bill of lading.—Ibid. 





(District Court, S. D. New York.) Where respondent ad- 
dressed its argument only to first alleged cause of action, its 
acquiescence in disposition of exception to second cause of 
action would be assumed. (S. A. Gerrard Co. of New York Vs. 
The Prince Line, 1 Fed. Supp. 123.) 

Holder of bill of lading, stipulating shipowner should not 
be liable for any damage unless it was shown to have been 
caused by shipowner’s negligence, could plead good cause of 
action for damage to cargo without affirmatively alleging that 
damage was due to carrier’s negligence (Harter Act, Secs. 1, 2 
(46 USCA, Secs. 190, 191)). 

This was so since otherwise the shipowner through the me 
dium of the stipulation in the bill of lading could accomplish 
indirectly the very thing forbidden by Harter Act, Secs. 1, 2 
(46 USCA, Secs. 190, 191).—Ibid. 


AMERICAN SHIPBUILDING 

American shipyards, Oct. 1, were building or under col- 
tract to build for private shipowners, 72 vessels aggregating 
94,276 gross tons, compared with 78 vessels aggregating 147,466 
gross tons on Sept. 1, according to the Department of Com: 
merce. Six of the vessels, each 1,000 gross tons and over, 
will have aggregate gross tonnage of 55,700. Two of the six 
vessels are of 10,600 gross tons each and are being built by the 
Federal Shipbuilding Co. for the Grace Line; one is of 7,500 
gross tons, being built for the United Mail Steamship Co. by 
the Newport News Shipbuilding Co., and the other three aré 
tankers, each of 9,000 gross tons, being built by the Sun Ship 
building Co. for the Motor Tankship Corporation. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


REVIVAL of activity in the full cargo grain trade has given 

shipowners renewed hope of a good market for the rest of 
the month. Montreal did all the business and all of it was for 
the United Kingdom or Continent, except for a lone fixture for 
Genoa. The basic rate has remained as last reported, 514c 
from Montreal to Antwerp-Rotterdam. One day recently saw 
four fixtures consummated and the next day three. The Genoa 
fixture was a British steamer to take 28,000 quarters from 
Montreal and Sorel at 8c for November loading. 

Demand for transatlantic sugar tonnage from Cuba and 
Santo Domingo appears to have fallen off and the last few days 
have shown no fixtures in this trade. In the coal market a 
2,826-ton steamer was engaged for a cargo from Hampton Roads 
to Rio de Janeiro on the basis of $1.80 with option of Santos 
discharge at $2 for late November. The time charter market 
was without interest except for a steamer taken for the Gulf- 
Canadian trade. 

A number of American tankers have been fixed in the last 
week from the Gulf and California to North of Hatteras, mostly 
clean boats. A 7,000-ton motorship, clean, was fixed for North 
Atlantic to United Kingdom-Continent at 7s 1%d with option 
for Gulf loading at 9s for December. 

Reports from the Pacific coast for the month just past are 
less bright than they were for the preceding month. The Pacific 
freight and charter market review of the General Steamship 
Corporation notes that the month closed with the market show- 
ing some signs of weakness, rates in general having declined 
slightly. It is predicted that November will show a continuation 
of this condition in view of the scarcity of orders and pros- 
pects of a large wheat sale to China by the Farmers’ National 
Grain Association not encouraging at this time. 

In the China-Japan grain trade, a few ships were fixed at 
rates in the neighborhood of $2.35 Canadian currency per ton 
of 2,000 pounds, but further inquiry is lacking. In the United 
Kingdom-Continent trade rates have fallen off from about 23s to 
about 21s 6d, though rates showed a slight upward trend from 
this figure at the end of the month, presumably due to the 
further drop in pound sterling. 

No fixtures have been reported in the Australian lumber 
trade, although a few Japanese vessels were rumored to have 
been chartered at undisclosed rates, probably about $6.75 to 
$7.00 Canadian funds. Intercoastal and United Kingdom-Conti- 
nent lumber business has been very slow. 

In the Pacific coast time charter trades, the only long- 
period fixture was for 12 months, other charterings being for 
short trips at low rates. 

Commercial interests at Providence, R. I., are planning to 
fight the Intercoastal Conference arbitrary of 744c a hundred 
pounds on shipments to that port from the Pacific coast. The 
matter has been taken up by the terminal development commit- 
tee of the city, headed by Mayor Dunne. Port Agent S. Frank 
Nolan has been directed to ascertain the cost of bringing the 
matter before the Shipping Board. The arbitrary is held to be 
prejudicial to the port as against New York, Boston and Phila- 
delphia and calculated to divert freight to those ports. 


SEATRAIN INVESTIGATION 


The Traffic World Washington Bureau 


Hearings were begun on Nov. 10 before Commissioner 
Brainerd and Examiner Boles in No. 25546, investigation of The 
Seatrain Lines, Inc., and No. 25565, application of the Missouri 
Pacific Railroad Co., and the Texas & Pacific Railway Co., in 
the matter of common carrier service by water other than 
through the Panama Canal. The first mentioned inquiry was 
instituted by the Commission on account of the service ren- 
dered by Hoboken Manufacturers’ Railroad Co. in connection 
with the operation of the vessels of Seatrain Lines, Inc. The 
second proceeding was created by application of the railroads 
mentioned for a finding by the Commission that their stock- 
holding interests in Seatrain Lines, Inc., was not in conflict 
with any provision of law administered by the Commission. 

Graham M. Brush, president of Seatrain Lines, Inc., was 
the first witness in behalf of that carrier. He related the his- 
tory of the enterprise in answer to questions by Parker McCol- 
lester, counsel] for the new type common carrier. His cross 
examination by attorneys for railroads, other than those directly 


connected with or interested in the new type of service, de- 
veloped phases of bitterness such as were shown in the hearing 
before the Shipping Board, when the new type carrier asked 
for and obtained permission to engage in traffic between New 
York and New Orleans via Havana. 

A. S. Knowlton, attorney for the eastern trunk lines, and 
George H. Muckley for the Southern Pacific rail and steamship 
interests, asked many questions about the patents on apparatus 
used by Seatrain vessels, the price that was paid by Seatrain 
for the Hoboken properties, taxes paid by Seatrain and repre- 
sentations which were supposed to have been made by Mr. 
Brush as to the character of service afforded by Seatrain vessels. 
Mr. McCollester objected to questions about taxes paid by Sea- 
train ships. Mr. Knowlton contended that such questions were 
pertinent because, as he said, “we are here dealing with a sub- 
sidized carrier with which we are expected to compete.” Com- 
missioner Brainerd sustained some objections and overruled 
others. 

Mr. McCollester challenged the declaration about Seatrain 
being a subsidized line and said that he did not want the 
record to show that it had gone unchallenged. 

Henry Thurtell, speaking for southern railroads, insisted 
that Seatrain was a subsidized line and that that phase of the 
question was a very important one. 

In one line of questions asked by him Mr. Muckley said that 
he questioned the veracity of Mr. Brush in respect of declara- 
tions as to the character of Seatrain service attributed to him. 
Commissioner Brainerd asked Mr. Muckley if it was intended to 
charge that the Shipping Board was deceived in granting a 
loan for the construction of Seatrain vessels. Mr. Muckley said 
that he expected to show that it was. Commissioner Brainerd, 
himself, opened a phase of the subject not taken up by the 
railroad lawyers by asking President Brush to submit a list of 
his stockholders. Mr. Brush promised to do so, Mr. McCollester 
suggesting submission of the list within ten days. 


WATER RATES ON FIR-TEX 


A proposed finding that a rate of 40 cents a 100 pounds on 
“woodpulp board, in rolls or in bundles,” was not and is not 
applicable to shipments of complainant’s product, Fir-Tex, from 
Portland, Ore., to Boston, Mass., New York, N. Y., and Phila- 
delphia, Pa., and that the rate assailed of 75 cents has not been 
shown to be unreasonable or otherwise unlawful has been made 
by Examiner F. J. Horan, of the Shipping Board’s Bureau of 
Regulation and Traffic in a tentative report in No. 73, Fir-Tex 
Insulating Board Co. vs. Luckenbach Steamship Co., Inc. 

The examiner said complainant’s product was manufac- 
tured from sawmill refuse consisting of fir wood and from 10 
to 12 per cent bark. Complainant contended its product was 
woodpulp board and entitled to the 40-cent rate. On behalf 
of respondent, said the examiner, it was testified that the term 
“woodpulp board” was inapplicable to any board that did not 
consist thoroughly of fibers, that Fir-Tex was devoid of fibers 
and, consequently, was not wood pulp board. He said it was 
further asserted that Fir-Tex was an insulating board com- 
posed of small particles of wood, as distinguished from pulp, and 
containing insulating air cells which the density of wood pulp 
rendered impossible. Continuing, he said: 


Witness for complaint acknowledges that Fir-Tex is an insulating 
board, and exhibits of record show that it is so advertised. He testi- 
fies, nevertheless, that it is also woodpulp board, manufactured simi- 
larly as other woodpulp board and with a base of coarse fibers, not 
wood as insisted by respondent. 

As support for its contention complainant compares Fir-Tex with 
sundry boards manufactured at New Orleans and in various inland 
cities which it contends to be woodpulp boards and which respondent 
urges are insulating boards, and whose substantial similarity to, 
and competitive relationship with, Fir-Tex are unrefuted. Such 
boards, however, move from New Orleans and points in Minnesota 
and Mississippi to eastern destinations by rail, the board produced at 
New Orleans having in addition the benefit of water transportation 
by carriers, other than respondent, operating from gulf ports. None 
of them is shipped through Pacific coast ports, and whether in event 
of their being so shipped the sought, assailed or some other rate 
would be applicable to them is not determinable on this record. 
Complainant’s comparisons in this relation are, therefore, without 
probative force. 

In accentuation o fthe difference between the two commodities 
involved respondent establishes that complainant’s shipments of Fir- 
Tex stowed between 144 and 173 cubic feet per ton as compared with 
an average woodpulp board stowage of between 75 and 80 cubic feet 
per ton. Respondent further shows a loading rate for Fir-Tex of 
12 to 16 tons per hour, whereas woodpulp board is averred to average 
a loading rate under ordinary conditions of approximately 30 tons 
per hour. Calculations based on exhibits introduced in evidence by 
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complainant show that shipments of Fir-Tex made by it measured 
on the dock approximately 112 to 128 cubic feet per ton, while witness 
for respondent testifies that the dock measurement of woodpulp board 
is 65 cubic feet per ton. It is also testified that unlike woodpulp board, 
which is ans in 800 to 4,400 pound rolls, Fir-Tex is packed in 
crates 8 to 12 feet long and 4 feet wide, which are described as 
“awkward” to handle and “all open,’’ and must be dunnaged. The 
record indicates that Fir-Tex is also shipped in cartons 4 feet long 
and 4 feet wide and when so packed requires no dunnage. 

In support of its position complainant contends that if Fir-Tex 
were shipped in quantities less than 24,000 pounds it must be con- 
sidered by respondent as woodpulp board, urging that Western Classi- 
fication would govern respondent’s rate on such shipments and that 
as no such description of traffic as ‘‘Board, pressed wood, insulating 
(Fir-Tex)’’ appears in that classification the rate on wood pulpboard, 
not corrugated nor indented, which is rated therein, would apply. 
In this connection it may be noted that the classification referred to 
provides a rating on insulating boards, N. O. I. B. N. 

The material difference in measurement per weight ton of the 
two commodities and other evidence of record conclusively show the 
marked dissimilarity of Fir-Tex to woodpulp board. On the other 
hand, as noted above, witnesses for both parties are in accord that 
Fir-Tex is an insulating board; it is so advertised, and “pressed 
wood insulating boards” was the description given it in the application 
of complainant for a rate thereon. 

According due consideration to all the evidence and argument of 
record the board should conclude and decide that the rate of 40 cents 
per 100 pounds on ‘‘woodpulp board, in rolls or in bundles,’’ was not 
and is not applicable to shipments of complainant’s product and that 
the rate assailed has not been shown to be unreasonable or other- 
wise unlawful, and enter an order dismissing the complaint. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with Section 
15 of the Shipping Act of 1916 have been approved by the Ship- 
ping Board: 


Orient to Atlantic Coast (1875). 

1875—Nippon Yusen Kaisha with Dollar Steamship Lines Inc., 
Ltd.: This agreement provides for through billing arrangement cover- 
ing shipments from the Orient to ports of call of the Dollar Steamship 
Lines on the United States Atlantic Coast, with transhipment at San 
Francisco or Los Angeles Harbor. Transhipment expense at San 
Francisco or Los Angeles Harbor is to be absorbed by the carriers. 

Atlantic Coast to Orient (1876). 

1876—Dollar Steamship Lines, Inc., Ltd., with Nippon Yusen 
Kaisha: This agreement covers through billing arrangement covering 
shipments from United States Atlantic ports of call of the Dollar 
Steamship Lines to the Orient, with transhipment at Los Angeles 
Harbor or San Francisco. Transhipment expense at Los Angeles 
Harbor or San Francisco is to be absorbed by the carriers. 

Dutch East Indies, Far East, Straits Settlements, India, Ceylon, 
East Coast of Africa and Egypt to New Orleans, (2046). 

2046—The Ocean Steam Ship ——. Ltd., and the China Mu- 
tual Steam Navigation Co., Ltd., with Mooremack Gulf Lines, Inc.: 
This agreement covers through billing arrangement covering through 
shipments from Dutch East Indies, Far East, Straits Settlements, 
India, Ceylon, East Coast of Africa and Egypt, to New Orleans, 
with transhipment at Philadelphia or Boston. The cost of tranship- 
ment is to be absorbed by the participating carriers. The agreement 
may be terminated by either party upon sixty days’ notice to the 
other. This agreement provides that it is to supersede Agreement 
No. 1745 approved by the Board November 18, 1931; Moore and Mc- 
Cormack, Inc., having been succeeded by Mooremack Gulf Lines, Inc. 

Pacific Coast to Norway (2111). 

2111—Luckenbach Steamship Company, Inc., with Norwegian 
America Line: This agreement covers arrangement covering through 
shipments from Pacific Coast ports of call of Luckenbach Line to 
designated Norwegian ports, with transhipment at New York. This 
agreement is filed to supersede Agreement No. 1231, approved by the 
Board March 27, 1930. 

Dutch East Indies to Gulf (2076). 

2076—N. V. Stoomvaart Maats, ‘Nederland,’’ N. V. Rotterdamsche 
Lloyd and Holland-America Line with Mooremack Gulf Lines, Inc.: 
This agreement covers arrangement for through movement of cargo 
from Dutch East Indies ports of call of N. V. Stoomvaart Maats. 
“‘Nederland,”’ N. V. Rotterdamsche Lloyd and Holland-America Line 
to New Orleans, with transhipment at Philadelphia or Boston. Cost 
of transhipment is to be absorbed by the participating carriers. This 
agreement provides that it is to ete * Agreement No. 1744, ap- 
proved by the Board November 18, 1931; Moore and McCormack, Inc., 
having been succeeded by Mooremack Gulf Lines, Inc. 

Pacific Coast to Sweden (2105). 

2105—Luckenbach Steamship Company, Inc., with Swedish Ameri- 
can Line, Swedish America Mexico Line, and Transatlantic Steam- 
ship Company, Ltd.: This agreement provides for through billing 
arrangement covering shipments from Pacific Coast ports of call of 
Luckenbach Line to Gothenburg, Stockholm, Malmo, Helsingburg, 
Lulea, Norrkoping, Kalmar, Kristineham, Hernosand and Gefle, 
Sweden, with transhipment at New York. This agreement is filed to 
supersede Agreements Nos. 1332 and 1332-1, approved by the Board 
September 3, 1930, and August 19, 1931, respectively. 

Orient to Atlantic Coast (2107, 2123). 

2107—Nippon Yusen Kaisha with Arrow Line: Covers through 
billing arrangement covering shipments from the Orient to United 
States Atlantic Coast ports of call of Arrow Line, with transhipment 
at San Francisco or Los Angeles Harbor. 

2123—Nippon Yusen Kaisha with Panama Pacific Line: Covers 
arrangement covering through shipments from the Orient to United 
States Atlantic Coast ports of call of Panama Pacific Line, with 
transhipment at San Francisco or Los Angeles Harbor. 


Modification of Agreements 


Havana Steamship Conference Agreement (94-1). 

This agreement supplements, and is subject to all of the general 
provisions of, agreement establishing the Havana Steamship Confer- 
ence in the trade from North Atlantic ports of the United States to 
Havana approved by the Board February 8, 1927. By the agreement 
the member lines of the Conference agree to apportion all shipments of 
flour transported by them from North Atlantic ports to Havana. 

Trans-Pacific Passenger Conference Agreement (131-20). 

This modification provides for incorporation in the By-Laws of 
the Trans-Pacific Passenger Conference of the sub-agency applica- 
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tion and appointment form and of the rules governing sub-agents 
All of the proposed sub-agency rules, with one minor exception (5.8), 
are already included in substance in the basic agreement of the 
Conference approved April 2, 1930 (Conference Agreement No, 131) 
or in the By-Laws of the Conference approved by the Board Novem. 
ber 25, 1930 (Conference Agreement No. 131-1), recording the agree. 
ment of the lines in respect to each other. The purpose of this modj- 
fication is to record the agreement of the lines to use the sub-agency 
application and appointment form set forth and to require their sup- 
agents to subscribe to the rules specified in such modification. 
408-2—Lines Members of North Atlantic United Kingdom Freight 
Conference, North Atlantic Continental Freight Conference and North 
Atlantic French Atlantic Freight Conference with Lines Members of 
Adriatic, Black Sea and Levant Conference: Modifies Agreement No, 
408, as amended, covers the protection of direct Mne rates on ship- 
ments from North Atlantic ports to Adriatic, Black Sea and Levant 
ports, with transhipment at United Kingdom and Continental ports, 

The purpose of the modification is to record the substitution of 
the member lines of the four conferences named above as participating 
carriers in Agreement No. 408, as amended, in lieu of the participating 
carriers presently recorded therein. The agreement was filed on 
behalf of the following lines: 

Adriatic, Black Sea and Levant Conference: America Levant Line; 
Cosulich Line; Jas. W. Elwell & Co., Inc. (Compagnie Generale de 
Navigation a Vapeur—Fabre Line); Export Steamship Corporation; 
National Greek Line. E 

North Atlantic United Kingdom Freight Conference: American 
Hampton Roads Line; American Line; American Merchant Lines; 
Anchor Line; Anchor Donaldson Line; Atlantic Transport Line; Bris- 
tol City Line; Canadian Pacific Steamships, Ltd.; Cunard Line; Cunard 
Line—Canadian Service; Dominion Line; Donaldson Line; Ellerman’s 
Wilsom Line; Furness, Withy & Company, Ltd.; Head Line & Lord 
Line; Lamport & Holt Line; Leyland Line; Manchester Liners, Ltd.; 
Oriole Lines; Thomson Line; United States Lines; White Star Line; 
White Star Canadian Services. 

North Atlantic Continental Freight Conference: Baltimore Mail 
Steamship Co., Inc.; Black Diamond Lines; Canadian Pacific Steam- 
ships, Ltd.; Compagnie Maritime Belge (Lloyd Royal) S. A.; County 
Line; Ellerman’s Wilson Line; Hamburg American Line; Holland 
America Line; North German Lloyd; Red Star Line; United States 
Lines; Yankee Line. 

North Atlantic French Atlantic Freight Conference: America 
France Line; Baltimore Mail Steamship Co., Inc.; County Line; French 
Line; United States Lines. : 

857-3—The United States Lines of Nevada with Bull Insular Line, 
Ine.: Modifies an agreement covering shipments of general cargo be- 
tween Hamburg or Bremen; and Puerto Rico, with transshipment at 
New York. 

1438-1—The United States Lines of Nevada with Hamburg-Ameri- 
kanische Packetfahrt Actien-Gesellschaft and United States Naviga- 
tion Company, Inc.: The agreement which is modified covers a pool- 
ing arrangement on freight traffic from New York to Hamburg. 

The purpose of these modifications is to record The United States 
Lines of Nevada (United States Lines) as a participating carrier in 
these agreements as successor of United States Lines Operations, 
Incorporated. . 

1490-1—-The United States Lines of Nevada with Dollar Steamship 
Lines, Inc., Ltd.: The agreement which is modified is between Dollar 
Steamship Lines, Inc., Ltd., and United States Lines Operations, In- 
corporated, and covers through shipments from Pacific coast ports of 
call of Dollar to Hamburg and Southampton, with transshipment at 
New York. The purpose of the modification is to record The’ United 
States Lines of Nevada (United States Lines) as a participating car- 
rier in this agreement as successor of United States Lines Operations, 
Incorporated. 

1540-2—Quaker Line with Compania Trasatiantica (Spanish Trans- 
atlantic Line): Modifies Agreement No. 1540, as amended, covering 
through shipments of all commodities from Pacific coast ports of call 
of Quaker Line to ports of Cadiz, Barcelona, Vigo, Coruna, Gijon, San- 
tander, and Bilbao, with transshipment at New York. The purpose 
of the modification is to reinstate the original provisions of Agreement 
No. 1540 by limiting the through movement of cargo to shipments of 
canned fish, canned goods, and dried fruit. 


Proceeding dismissed (Formal Docket No. 86): 


In re Straits Settlements—North Atlantic and Gulf Conference 
Agreement: 4 : 

On July 16, 1932, there was filed with the Board in compliance with 
Section 15, a copy of a memorandum dated at Singapore, June 15, 
1932, of proposed revised agreement between carriers in respect to 
freight rates from Straits Settlements ports to United States North 
Atlantic and Gulf ports. Because of a provision therein for quoting 
by the lines of contract rates on all commodities differentially U. S. 
$3.50 per ton lower than non-contract rates to be charged shippers of 
similar commodities not signing contracts with said lines, the Board, 
by resolution adopted July 28, instituted a proceeding for the purpose 
of recording, under oath, evidence on behalf of the carriers party to 
said agreement and on behalf of any other interested persons to enable 
the Board to determine whether or not action under said agreement 
would result in unjust discrimination or unfairness as between car- 
riers, shippers, importers or ports, or operate to the detriment of the 
commerce of the United States, and/or be in violation of the Shipping 
Act, 1916, and to determine whether said agreement should be ap- 
proved, modified, or disapproved. 

During the pendency of such proceeding, but before hearing had 
been held, the Singapore representatives of the carriers involved ad- 
vised the Board by cablegram that the memorandum of June 15 had 
been canceled, and a new memorandum of agreement would be filed. 
Such new memorandum has subsequently been filed with and approved 
by the Board. 

As cancellation by the carriers of their proposed agreement of 
June 15, 1932, has removed the necessity for any further action by the 
Board in connection with such agreement, the proceedings have been 
ordered terminated. 


IMPROVEMENT OF WATERWAYS 


An allotment of $15,000 for spraying machinery on the new 
sprayboat Chene and for the construction of booms as an aid 
in controlling the elimination of hyacinths from the Louisiana- 
Texas intracoastal waterway, first New Orleans district, La., 
has been approved by Acting Secretary of War Payne. 

“The project for removing the water hyacinth,” explained 
the War Department, “as authorized by Congress, provides for 
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the extermination or removal of the plants from the navigable 
waters of Florida, Alabama, Mississippi, Louisiana and Texas, 
so far as they are or may become an obstruction to navigation, 
by any mechanical, chemical or other means whatsoever; for 
the construction and operation of boats equipped with suitable 
machinery for such removal; and for the construction and op- 
eration of booms to prevent the drifting of plants from one 
stream to another.” 

Other allotments aproved are: $85,000 for Schuylkill River, 
Pa.; $13,000 for Norwalk Harbor, Conn., and $12,000 for Harbor 
of Refuge at Block Island, R., I. 


SHIPPING BOARD HEARING 


Hearing in Investigation Docket No. 84, Dollar Steamship 
Lines, Inc., Ltd., vs. Peninsular & Oriental Steam Navigation 
Co. et al., will be held November 15 at San Francisco, Calif., 
in Room 202, Post Office Building, beginning at 10 o’clock a. m., 
local time, by the Bureau of Regulation and Traffic of the 
Shipping Board. 


LUCKENBACH LINES ENTER PASSENGER TRADE 


Under the slogan, “Travel by Freight” and appealing par- 
ticularly to the tired business man, the Luckenbach Steamship 
lines, for the first time in their 67 years’ history, have entered 
the passenger trade with their entire fleet of 21 freighters rang- 
ing from 8,360 to 14,200 tons, according to announcement by 
Lewis Luckenbach, vice president. 

The new plan affects all ships of the Luckenbach Steam- 
ship Company, Inc., plying from Boston, New York, and Phila- 
delphia through the Panama Canal to Los Angeles, San Fran- 
cisco, Portland and Seattle, and the Luckenbach Gulf Steam- 
ship Company, Inc., running to the same west coast ports from 
Mobile, New Orleans, and Houston, Texas. Rates established 
are considerably below those of passenger lines. 

Alterations have been made in all steamers to provide com- 
forts for from one to ten passengers each and the companies 
stress the absence of bands, dancing, jazz and other “distrac- 
tions.” Additional passenger accommodations will be installed 
if demand warrants. 


DANGEROUS ARTICLES BY WATER 


The Commission, by division 6, has promulgated proposed 
regulations for the transportation of explosives and other dan- 
gerous articles by water. It has assigned the proposed regula- 
tions for hearing in Washington on January 4, at 10 a. m. 
before W. P. Bartel, director of its Bureau of Service. The pro- 
posed regulations were put out as part of No. 3666, the case in 
which, for years, it has been prescribing regulations for trans- 
portation of the classes of freight indicated, by common Carriers 
by railroads and express. 

Hearing is to be had on a complete code of regulations which 
it is proposed to make a supplement to existing regulations per- 
taining to carriers by railroad and express. The code is a 
volume of 155 printed pages of freight tariff size. So complete 
is the volume that the first thing inside the title page is an 
order putting it into effect with spaces left vacant for the 
insertion of dates. The code to be known as Part V, is divided 
into three numbered sections, a chart of stowage for explosives 
and other dangerous articles, and a final single leaf called 
“section 5, prohibited mixed loading and stowage chart’ fol- 
lowed by the declaration that “this chart, designed primarily for 
loading and stowage, applies also to stowage on vessels.” 

The code obviously is to be attached to the regulations now 
in effect pertaining to the transportation of explosives and other 
dangerous articles in freight, express and baggage services, 
because that descriptive matter is extended by the addition of 
the words “and by water on freight and passenger vessels as 
indicated (see par. 2).” The regulations are to be prescribed 
under the act of March 4, 1921. They include specifications for 
shipping containers and show labels to be attached to the con- 
tainers. One of them, a diamond four inches long on each side, 
bears the skull and bones associated in the popular mind with 
poisons, Its lettering is to be red on a white background, with 
the word “poison” in large letters. Each of the sections is 
minutely indexed. 

The proposed regulations, according to the language em- 
ployed under the caption “general regulations,” are to apply to 
all shipments of explosives and other dangerous articles, when 
offered or accepted for transportation by water, as follows: 


(a) From a port to a destination port, both within the United 
States or its possessions. 

(b) From a port within the United States or its possessions to a 
port therein, routed by rail to destination. 

. (c) From a point within the United States or its possessions by 

rail to a port erein for transportation by water. 

(d) Shipments of explosives and other dangerous articles loaded 
and forwarded from a port within the United States or its possessions, 
destined to a foreign country, must be packed, marked, labeled, de- 
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scribe, loaded, and stowed in accordance with the rules or regula- 
tions of such foreign country, or of these regulations. 

(e) Use of either strictly freight, or freight and passenger ves- 
sel, is authorized, except as otherwise specified in the permissible 
stowage chart, pages ’ 

(f) These regulations apply to all shipments of explosives and 
other dangerous articles as defined herein, including carriers ma- 
terial and supplies. 





The explanatory part of the Commission’s order, that is, the 
part other than that assigning the matter for hearing and pro- 
viding for notice of the matter by posting in the secretary’s 
office, follows: 


It appearing, that the act of Congress approved March 4, 1921, 
requires among other things that the Interstate Commerce Commis- 
sion shall formulate regulations for the safe transportation within 
the limits of the jurisdiction of the United States of explosives and 
other dangerous articles, which shall be binding upon all common 
earriers engaged in interstate or foreign commerce by water, and 
upon shippers making shipments of such articles via such carriers; 

And it appearing, that the commission should be fully informed of 
the circumstances and conditions pertaining to the carriage of ex- 
plosives and other dangerous articles by water, and the manner in 
which such transportation may be conducted with the greatest de- 
gree of safety, before establishing regulations in conformity with 
said act; 

And it further appearing, that a code of proposed regulations 
hereto attached and made a part hereof has been prepared with the 
cooperation of the Bureau of Explosives and other interested parties, 
and in order that all parties may have opportunity to be heard before 
the commission formulates and publishes such regulations: 


The Bureau of Explosives referred to is that of the Amer- 
ican Railway Association. 

The regulations for the safe transportation of explosives and 
other dangerous articles now observed by carriers by water are 
those which have been adopted by associations of steamship 
owners in consultation with government officers in charge of 
steamboat inspection. 

Until a few years ago the Commission discharged the duty 
imposed upon it by statute, as to transportation by railroads, by 
adopting the regulations agreed upon in consultations between 
the Bureau of Explosives and interested shippers. It still uses 
the Bureau of Explosives as its agency in the preparation of 
proposals but supervises the work by assigning it to its Bureau 
of Service. The Commission, by division 6, disposes of matters 
that cannot be handled by agreement and promulgates regula- 
tions in orders issued by itself. The proposal now made is to 
have regulations pertaining to transportation by water handled 
in that manner. 


PORT TO PORT FOURTH SECTION 


All railroads in competition with all-water routes of the 
Inland Waterways Corporation, the Mississippi Valley Barge 
Line and “other so-called independent barge lines,’ have applied 
for relief in fourth section application No. 14927, to enable them 
to establish all-rail rates on the basis of 125 per cent of all- 
water rates from and to ports served by the water lines. The 
application is signed by J. E. Tilford, chairman, Southern Freight 
Association; B. T. Jones, agent for Central Freight Association; 
C. W. Galligan, chairman, Illinois Freight Association; E. B. 
Boyd, chairman, Western Freight Bureau, and F. A. Leland, 
chairman, Southwestern Freight Bureau. 

The chairmen of those freight bureaus asked permission to 
establish rates on commodities shown in an appendix to their 
application which moved via all-water routes from and to the 
ports of Peoria, Ill., Cincinnati, O., Cairo, Ill., Vicksburg, Miss., 
Natchez, Miss., Mobile, Ala., E. St. Louis, Ill., Moline, Ill., Keo- 
kuk, Ia., Davenport, Ia., Minneapolis, Minn., Winona, Minn., 
Metropolis, Ill., Paducah, Ky., Louisville, Ky., Memphis, Tenn., 
Baton Rouge, La., St. Louis, Mo., Alton, Ill., Rock Island, IIL, 
Burlington, Ia., Clinton, Ia., St. Paul, Minn., Holt, Ala., Bir- 
mingham, Ala., Henderson, Ky., Evansville, Ind., Helena, Ark., 
New Orleans, La., Hannibal, Mo., Quincy, IIl., Dubuque, Ia., Mus- 
catine, Ia., LaCrosse, Wis., Red Wing, Minn., Riverview, Ala., 
and Tuscaloosa, Ala. 

The relationship of the all-rail rates suggested, 125 per 
cent of all-water rates, the applicants say, expresses conversely 
the same relationship as barge line rates made 80 per cent 
of the all-rail rates. 

“The purpose of this application,” says the application, “is 
to enable the petitioning rail carriers to establish through all- 
rail rates from and to the ports served by the barge lines re- 
ferred to, which will bear a more reasonable relationship to the 
rates contemporaneously applicable via such all-water routes. 
Such rates are necessary to permit the petitioning all-rail 
routes to compete for the traffic moving, and it is not desired 
to reduce the existing all-rail rates from and to the interme- 
diate points where the same competitive influences are not in 
attendance.” 

The applicants assert that, in a number of instances, the 
unregulated barge lines referred to had established and now 
maintained rates on commodities from and to the ports served 
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by them, which commodity rates are lower in their relationship 
to the contemporaneous all-rail rates than the relationship here- 
tofore observed generally, and which relationship had recently 
been before the Commission in a number of cases. 

The applicants further contended that the majority of all- 
water rates on both classes and commodities maintained by the 
barge line carriers between the port cities reflected 80 per 
cent or more of the all-rail rates. They further said that in 
view of the improved water facilities, equipment, etc., the all- 
rail carriers were not in a position to compete for the traffic on 
higher differentials. 

The rail carriers said they earnestly desired to avoid the 
disruption of the rate structure which had been established as 
a result of the southern class rate investigation and other 
orders of the Commission from and to territory located inter- 
mediate on routes between the port cities and not affected by 
this all-water competition. Such action, they assert, would re- 
sult in unnecessary losses in revenue at points in the non- 
affected intermediate territory. They said they were con- 
fronted, however, with the fact that this important tonnage for 
which they were formerly able to compete, and which under 
competition, moved via their all-rail routes, was fast disappear- 
ing. They were, therefore, they said, compelled to approach 
the Commission for relief. 

The commodities on which relief is desired constitutes a 
long list. They, according to the applicants, constitute the 
tonnage that is being carried by the barge lines and was for- 
merly carried by them. 


BARGE LINE ASKS COTTON RATES 


Applications have been made, in Ex Parte 102, application 
of the American Barge Line Co., for the issuance of orders by 
the Commission, under the Denison act, requiring the railroads 
to permit the barge line to become a party to joint rail-barge- 
rail rates and barge-rail rates, on cotton, from points in Arkansas 
and from Memphis, Tenn., to all points in Pennsylvania, New 
York, New Jersey, Massachusetts, Rhode Island and Connecti- 
cut. 

The rail-barge-rail rates desired are to apply from points 
in Arkansas and the barge-rail rates from Memphis, Tenn. 
Memphis and Pittsburgh, Pa., are to be the interchange ports 
on the rail-barge-rail rates. The barge-rail rates are to apply 
from Memphis via Pittsburgh as the interchange point, Pitts- 
burgh to include Glassport, Aliquippa, Ambridge, Colona and 
Conway, Pa. 

The barge line asked the Commission to fix minimum dif- 
ferentials between all-rail rates shown in Southwestern Lines’ 
tariff No. 208, I. C. C. No. 2437, in connection with its service 
of 11 cents on a minimum of 25,000 pounds in cars of all 
lengths; 10 cents on a minimum of 35,000 pounds in standard 
cars or lesser length and 55,000 pounds in cars of a length 
greater than 40 feet and 7 inches; and 9 cents on a minimum 
of 50,000 pounds in cars of standard length or less and 80,000 
pounds on cars of greater than standard length. ; 

In the application for barge-rail rates the barge line asked 
for a minimum differential of 10 cents under the all-rail rates 
shown in Commodity Descriptions A and B in Speiden’s I. C. C. 
No. 1477. 

These applications, the barge line said in them, were filed 
to comply with the wishes expressed by the Commission in a 
letter to the barge company dated Oct. 21. The barge line, 
however, expressed the opinion that it was entitled to participate 
in the desired rates under the original order issued in this 
case, in which the Commission granted a certificate of con- 
venience and necessity and said that the railroads should 
establish joint rates on the basis of the Ex Parte 96 or so-called 
80 per cent formula, in connection with “contemporaneous” 
rates, which were any-quantity rates. 


When the southwestern lines named carload rates from 
Arkansas points to New Orleans, which the Commission allowed 
to become effective on September 6, they asked to be relieved 
from the duty of permitting the barge lines to participate in 
them because they were low and were made to meet barge 
and truck competition. The Commission denied that petition 
but at the same time suggested that the American Barge Line 
Co, file a petition or application for a new order. That sugges- 
tion was based on the fact that the Commission doubted whether 
its order requiring participation in joint rates, issued while the 
cotton rates were on the any quantity basis, was effective as 
to the reduced rates in view of the fact that the order referred 
to contemporaneous rates. 

The petition of the railroads to be relieved from the duty 
of participating in joint rates on the new basis, the barge line, 
in its applications, treated as an admission by the railroads that 
they were bound, as to joint rates, by the original order. It 
contended that the railroads had not carried out the Commis- 
sion’s order. It said that in its opinion the increasing or decreas- 
ing of a rail rate did not eliminate the participation in the 
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new rate by a water carrier. It added that in its opinion it was 
not necessary for the water carrier again to petition the Com. 
mission to participate in a rate merely because the through 
all-rail rate had been increased or decreased. It said that if 
that were the case, a general increase or decrease of rail rates 
would immediately nullify its certificate and it would agaip 
have to ask for permission to participate in rail tariffs. It saiq 
it respectfully submitted its views for consideration but that 
in order to comply with the wishes expressed in the letter of 
October 21, it was filing this petition in order that “we may 
participate in the cotton traffic, to which participation we think 
we are already entitled.” 


FRISCO RECEIVERSHIP 


John G. Lonsdale, president of the Mercantile-Commerce 
Bank and Trust Company, of St. Louis, was, Nov. 5, appointed 
receiver of the St. Louis-San Francisco Railway with J. My. 
Kurn. The reason for this action by United States Circuit 
Judge Faris was that attorneys for Charles and Dora R. Gans, 
of Baltimore, objected to Mr. Kurn being sole receiver. 

The first suit of the Ganses had been dismissed, but the 
court had allowed them to file another. They had in their 
petition criticized Mr. Kurn and the management, and the 
court entertained the argument of their attorneys that Mr. Kurn 
could not be impartial or would be in an embarrassing predica- 
ment. 

Efforts to consolidate the Gans suit and that of the Hobbs 
Western Company, on whose plea the receivership was carried 
out last week, failed, because the allegations in the two were 
divergent The court declined to consolidate them The ap 
pointment of two receivers then ensued 

Mr. Kurn will concentrate his labors on the management 
of the railroad and Mr. Lonsdale on all other matters. E. T, 
Miller, vice president and general counsel of the railroad, was 
appointed attorney for the two receivers. 

Mr. Kurn in a letter notified the court that he had, after 
being appointed receiver, resigned as president of the company 
and as a member of the refinancing committee. 

Hearing of a receivership suit against the railroad was 
under way in the St. Louis Circuit Court when Judge Faris 
appointed the two receivers. This was a case instituted by 
Miss Rena Wolfsheimer, of New York, a bondholder. It is 
expected that this litigation will not be continued, now that 
the road is in receivership. 

Evidence was offered in the hearing of the Wolfsheimer 
case before Judge Nortoni, hinging on the allegation that the 
appointment of Mr. Kurn as sole receiver denoted collusion 
between Mr. Kurn and the Hobbs Western Company. 

Mr. Kurn denied that he had had any connection with the 
Hobbs Western Company case at this time. The petition of 
the Hobbs Western concern had been drafted in New York 
in April, he said, so that it might be filed in the event that 
the company failed to obtain loans which it was then seeking. 

Mr. Kurn said that he had discussed the status of the 
company with Chairman E. N. Brown in New York in October, 
and it was agreed that, unless adequate acquiescence to the 
refinancing plan was procured, the company would go into 
receivership and the court would be asked to appoint him as 
receiver. 

The action in the Hobbs case was taken, Mr. Kurn said, 
by Mr. Miller. In discussing the receivership subject with Mr. 
Miller, he had told the latter to find a plaintiff. Mr. Miller 
found the Hobbs Western Company, whose petition had been 
drafted in April. Mr. Kurn testified that he was familiar with 
the contents of the petition, but had not read it, as he left the 
effectuation of the decision to the lawyers. 

The procedure of Judge Faris was to set aside the appoint- 
ment of Mr. Kurn in the Hobbs case, and to appoint Messrs. 
Kurn and Lonsdale in the Hobbs and Gans cases. He over- 
ruled the motion of attorneys for the two petitioners to con- 
solidate the two cases, on the ground that the petitions were 
alien as to allegations. Judge Faris previously had held to 
the opinion that one receiver would tend to limit the receiver- 
ship expense, but he declared that the nature of the Gans 
petition left him no alternative, and so he appointed two 
receivers. 


WAGE STATISTICS 


Class I railroads reported a total of 996,317 employes as 
of the middle of August and total compensation for that month 
of $120,470,667, according to the monthly statement on wage 
statistics compiled by the Bureau of Statistics of the Commis- 
sion. Compared with the returns for August last year the 
summary for August this year showed a decrease in the num- 
ber of employes of 291,757 or 22.65 per cent and the total com- 
pensation showed a decrease of $57,705,753 or 32.39 per cent. 
The number of employes in July was 1,021,937 and the com- 
pensation, $120,559,627. 
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RAIL EXECUTIVES MEET 


(By S. H. Smith, staff correspondent, at New York) 

The Association of Railway Executives, November 10, at 
a meeting at the Waldorf Astoria Hotel, decided to ask the 
Commission to permit the emergency surcharges authorized in 
Ex Parte 103 to be continued after March 31, 1933, their pres- 
ent expiration date. The details that need to be worked out 
were left to the committee, composed of presidents Cole, Pelley, 
and Scandrett, which represented the carriers in Ex Parte 103, 
and the Association’s general counsel. 

The executives considered a preliminary legislative pro- 
gram but did not take action thereon, the matter being left 
to the advisory committee for further study. Action may be 
taken at a later meeting. 

The executives will advise the Commission that they are 
studying the passenger fare situation as the result of Chairman 
Porter’s recent letter on that subject. 

R. H. Aishton,” chairman of the executive committee of the 
association, Alfred P. Thom, general counsel, Alfred P. Thom, 
Jr., general solicitor, and Stanley J. Strong, secretary-treasurer, 
were reelected. Paul Shoup and F. W. Charske were elected 
members of the executive committee. 


A. R. A. Annual Meeting 


The American Railway Association, at its annual fall meet- 
ing, Nov. 11, approved a program looking to a widening of the 
scope of its research and experimentation activities. 

The various divisions of the association were directed to 
make a survey of their activities and the possibilities of new 
fields of endeavor, with a view to recommending what further 
work could be undertaken in the interest of obtaining still 
greater safety, economy and efficiency in railroad operation. 
The board of directors of the association recommended that 
this be done. 

“A study of railroad research for the past half century,” 
said a report from the board of directors submitted to the meet- 
ing by President R. H. Aishton, “indicates that most individual 
railroads in their own laboratories have for many years carried 
on work of this character supplemented by the efforts of manu- 
facturers and others. These individual activities have been co- 
ordinated through their own central organization, the American 
Railway Association, and the results made available to all the 
railroads. 

“The American Railway Association is mainly a research 
organization functioning through its committees composed of 
specialists in their particular line of work. Such men are in 
daily touch with the practical and technical phases of work 
in the different fields of industry, and they bring to their work 
a fundamental and practical knowledge of the problems with 
which they deal. It would seem that they are in' a better posi- 
tion, therefore, to contribute constructive ideas ‘to the work at 
hand than could be secured by an independent body. 

“The railroads, after intensive study and research work, 
in some instances lasting months and years, have dealt with 
more than 3,000 problems in which specifications, rules, and 
standards of importance have been adopted resulting in sub- 
stantial financial benefits to the railroads. 

“Efficiency of service and economy of operation are the 
acid tests of activities of this nature. No railroad service in 
the world exceeds or even equals the quality afforded in this 
country, and as to economy of operation, there has been a 
constant decrease in operating costs and a constant improve- 
Ment in the character of the service afforded the public. These 
results clearly indicate the progressive activity of the railroads 
in this field of sustained research.” 

The various divisions of the association deal with problems 
affecting practically every phase of railroad operation from the 
threads on a bolt and specifications for friction tape to the 
safety and health of passengers and employes. 

Pending before these divisions at this time are hundreds of 
problems involving research and experimentation and covering 
a wide range of subjects. In general, however, all look toward 
bringing about increased safety, efficiency and economy in 
operation and improved rail transportation to the public, ac- 
cording to the association. 

Among the more important subjects now being actively 
studied at this time and which the association authorized to be 
continued in the coming year are: 


To determine what improvements can be made in the manufac- 
ture of steel rails and car wheels; whether the exhaustive air brake 
tests recently completed by the railroads show that any changes are 
necessary in present equipment, and, if so, what improvements should 
be made; further standardization in the construction of freight cars 
with a view to increasing their capacity but with a gi | in weight 
of equipment; improvements in design of tank cars and tank car 
appliances and devices; standard specifications for draft gears, which 
is the mechanism back of the couplers on cars designed to absorb 
the shock caused by the starting and stopping of trains; methods 
of bringing about still further improvements in train signals and 
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other means of communication on the railroads of this country; im- 
provements in crating and packing all kinds of freight in order to 
reduce the amount of loss and damage to commodities in transit; 
modernization of terminals, shops and freight yards; standardization 
and disposition of obsolescent materials; chemical treatment of water; 
and, means of bringing about still greater safety to passengers and 
employes on trains and to the general public at railroad highway 
grade crossings. 


Car Service Division 


As a result of a gradual reduction in recent years in the 
amount of rolling stock owned, the railroads now have fewer 
freight cars and locomotives than at any time in the past decade, 
according to the annual report of the car service division. 

“The reduction,” said M. J. Gormley, chairman of the car 
service division, in submitting the report, “in ownership of 
freight cars and locomotives has been made possible by the 
modernization of existing railway equipment. This, together 
with the fact that the handling of freight traffic has been 
expedited and operating efficiency greatly improved in recent 
years, has resulted in a constant improvement of service to the 
public. 

“Freight cars owned by the railroads of this country now 
total 2,141,647 cars, a reduction of 223,025 cars or 9.4 per cent 
compared with the number owned in 1925, when the ownership 
was the highest on record. The average capacity of freight 
cars today, however, is 47.07 tons, an increase of nearly two 
and one-half tons since 1925 and an increase of 3.71 tons in 
the past ten years. 

“Ownership of locomotives on October 1, 1932, totaled 52,936, 
a reduction of 12,135 or 18.6 per cent compared with the num- 
ber owned in 1924, which marked the highest number on record 
in any one year. At the same time, there has been an increase 
of 16.4 per cent in the tractive power of locomotives and for 
the ten-year period, an increase of 19.4 per cent.” 


Regarding freight traffic this year, Mr. Gormley said: 


Due to the movement of crops and fuel, together with some greater 
stimulation in business activity, there has been an improvement in 
freight traffic this fall compared with earlier months. Beginning with 
the week ended on August 6, when 496,033 cars were loaded with rev- 
enue freight, there was a steady increase up to the week ended on 
October 15, when 650,578 cars were loaded. This was an increase of 
31.2 per cent compared with the week of August 6. In 1931, for the 
same period, there was an increase of only 5.9 per cent, and in 1930, 
an increase of only 8.9 per cent. For the same period in 1921, the 
increase was 22.7 per cent. These comparisons show there has been 
a greater percentage of increase for this period in 1932 than ordinarily 
occurred in previous years. 


Rolling Stock on Order 


As a result of a gradual reduction in recent years in the 
amount of rolling stock owned, the railroads of this country 
now have fewer freight cars and locomotives than at any time 
in the past decade, according to the report. 

“The reduction,” said Mr. Gormley, “in ownership of freight 
cars and locomotives has been made possible by the moderni- 
zation of existing railway equipment. This, together with the 
fact that the handling of freight traffic has been expedited and 
operating efficiency greatly improved in recent years, has re- 
sulted in a constant improvement of service to the public. 

“Freight cars owned by the railroads of this country now 
total 2,141,647 cars, a reduction of 223,025 cars, or 9.4 per cent, 
compared with the number owned in 1925, when the ownership 
was the highest on record. The average capacity of freight 
cars today, however, is 47.07 tons, an increase of nearly two 
and one-half tons since 1925 and an increase of 3.71 tons in 
the past ten years. 

“Ownership of locomotives on October 1, 1932, totaled 52,936, 
a reduction of 12,135, or 18.6 per cent, compared with the num- 
ber owned in 1924, which marked the highest number on record 
-in any one year. At the same time, there has been an increase 
of 16.4 per cent in the tractive power of locomotives and for 
the ten-year period, an increase of 19.4 per cent.” 

Regarding freight traffic this year, Mr. Gormley said: 


_ Due to the movement of crops and fuel, together with some greater 
stimulation in business activity, there has been an improvement in 
freight traffic this fall compared with earlier months. Beginning with 
the week ended on August 6, when 496,033 cars were loaded with rev- 
enue freight, there was a steady increase up to the week ended on 
October 15, when 650,578 cars were loaded. This was an increase 
of 31.2 per cent compared with the week of August 6. In 1931, for 
the same period, there was an increase of only 5.9 per cent, and in 
1930, an increase of only 8.9 per cent. For the same period in 1921, 
the increase was 22.7 per cent. These comparisons show there has 
been a greater percentage of increase for this period in 1932 than 
ordinarily occurred in previous years. 


R. B. A. MEETING 
(By S. H. Smith, staff correspondent, at New York) 


The Railway Business Association, at its annual meeting, 
Nov. 10, at the Commodore Hotel, New York, adopted the fol- 
lowing resolutions: 

“The problem of maintaining the solvency of the railroads 
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Videwater Terminals 








7 NEQUALLED facilities for shippers and: distributers 


of import and export cargo, is provided in this great, modern, waterside 





terminal—9 ocean-going cargo carriers can be berthed and worked simulta- 






neously —360,000 square feet of covered wharf space provides for the 






handling of cargo with the utmost safety and dispatch. Each berth is served 






with ship-side railroad tracks. In the second and third levels of the three 






buildings there are 500,000 feet of excellent storage space. The terminal 
is located on the line of the New York, New Haven & Hartford Railroad, 







with efficient switching arrangements to the Boston & Albany and the Boston 
& Maine Railroads. 






The entire property is of modern steel and concrete construction, with com- 


plete automatic sprinkler equipment, providing the lowest possible insurance 












rates. The strategic location of this terminal makes it an ideal distributing 
point for merchandise consigned to the various sections of New England, the 
middle west and Canadian points. Our negotiable receipts are accepted by 


all financial institutions as the best collateral security. 


An invitation is extended to all vessel operators, shippers, importers, and ex- 


porters to inspect the property and analyze the methods employed in its 





operation. 
RICHARD D. JONES, Western Traffic Manager 


1646 Transportation Building, Chicago, Ill. 
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has become one calling for the most serious national considera- 
tion. 

“They lack earnings that in good times would permit the 
accumulation of reserves with which to reduce their funded 
debt. They lack ability at this time to refund their maturing 
obligations. 

“An increase in transportation charges would be a serious 
obstacle to business recovery, if in fact it could be at all borne 
by raw commodities whose prices are greatly depressed at the 
present time. 

“Railroad management has and is reducing operating ex- 
penses but this alone will not suffice. 

“Sufficiency of revenue to provide a reasonable return must 
come from traffic movement that will take up the capacity of 
the railroad plant. 

“To secure these ends, we earnestly recommend: 

1. Lifting from the railroads those rate regulations and other 
inhibitions that deprive them from promptly meeting competitive rates 
and services of highway, inland waterway, intercoastal, pipe line and 
air traffic, thus restoring to the rails revenue freight and passenger 
movement now diverted to unregulated or subsidized services. 

2. Action by federal, state and local governments to reduce rail- 
road taxes. ° 

3. The retroactive repeal of the existing recapture clause of sec- 
tion 15-A and that existing liabilities of the railroads under such 
clause be canceled and moneys already paid in thereunedr, including 
the proceeds of investment thereof, should be reimbursed to the re- 
spective carriers. 

Government in Business 

“There should be placed upon private interests only that 
degree of restraint which shall prevent their encroachment 
upon the rights of others, thus releasing to the utmost initiative 
in every proper direction. 

“It is therefore essential that our government should scru- 
pulously refrain from entering any of the fields of transporta- 
tion, communication, industry and commerce or any phase of 
business when it can be undertaken and conducted by private 
enterprise.” 

Wheeler Elected President 

Harry A. Wheeler of Chicago was elected president and 
the following vice-presidents were elected: J. W. Bettendorf, 
Pres., Bettendorf Co., Bettendorf, Iowa; George P. Baldwin, 
V. P., General Electric Co., New York; George E. Scott, Pres., 
American Steel Foundries, Chicago; J. B. Strong, Pres., Ramapo 
Ajax Corp., New York; George H. Houston, Pres., The Baldwin 
Locomotive Co., Philadelphia, Pa.; George W. Struble, V. P., 
Bethlehem Steel Co., Bethlehem, Pa.; C. R. Robinson, V. P., 
Inland Steel Co., Chicago. 

The following governing board was elected: V. C. Arm- 
strong, Pres., Rail Joint Co., New York; F. N. Bard, Pres., Barco 
Mfg. Co., Chicago; Robert F. Carr, Pres., Dearborn Chemical Co., 
Chicago; J. Rogers Flannery, Pres., Flannery Bolt Co., Pitts- 
burgh, Pa.; J. E. Galvin, Pres., Ohio Steel Foundry Co., Lima, 
Ohio; Wm. B. Given, Jr., Pres., American Brake Shoe & Foundry 
Co., New York; H. E. Grant, Asst. to Pres., Jones & Laughlin 
Steel Corp., Pittsburgh, Pa.; Samuel M. Hastings, Chairman 
Finance Comm., Dayton Scale Co., Division, International Busi- 
ness Machines Corp., Chicago; A. L. Humphrey, Chairman, 
Union Switch & Signal Co., Pittsburgh, Pa.; Frank J. Lanahan, 
Pres., Fort Pitt Malleable Iron Co., Pittsburgh, Pa.; C. A. 
Liddle, Pres., Pullman Car & Mfg. Corp., Chicago; Herbert I. 
Lord, V. P., Detroit Lubricator Co., Detroit; A. C. Moore, Pres., 
Chicago Ry. Equipment Co., Chicago; W. P. Murphy, Chairman, 
Standard Ry. Equipment Co., Chicago; L. S. Oakes, Pres., 
Winston Bros. Co., Minneapolis, Minn.; Harry M. Pflager, Senior 
V. P., General Steel Castings Corp., St. Louis, Mo.; J. G. Platt, 
Pres., Hunt-Spiller Mfg. Corp., Boston, Mass.; David W. Pye, 
Pres., Tuco Products Corp., New York; George A. Rentschler, 
Pres., The Niles Tool Works Co., Hamilton, Ohio; Dwight P. 
Robinson, United Engineers & Constructors, Inc., Philadelphia, 
Pa.; W. W. Salmon, Pres., General Ry. Signal Co., New York; 
Wm. E. Sharp, Pres., Grip Nut Co., Chicago; W. F. Walsh, 
Standard Oil Co. of N. J.. New York; H. H. Westinghouse, 
Chairman, Westinghouse Air Brake Co., New York; W. W. 
Willitt, Pres, Adams & Westlake Co., Chicago; B. L. Winchell, 
Chairman, Remington Rand, Inc., New York; W. H. Woodin, 
Pres., American Car & Foundry Co., New York. 


N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


At its monthly meeting, November 9, the Shippers’ Confer- 
ence of Greater New York voted to support the petition of the 
Railway Express Agency to the Commission for permission to 
lump at the point of destination shipments from different ori- 
gins to a common consignee, with a resultant lower rate. 

W. H. Chandler, chairman of the executive committee and 
traffic manager of the Merchants’ Association of New York, 
suggested that, where the express company was ready to put 
in lower charges for shippers, shippers ought to give it their 
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support. The conference adopted a resolution Placing itself 9 
record as approving the changes to be initiated by the Railway 
Express Agency and opposing the petition of the Southeastern 
Express Company, which is said to seek to offset the action of 
the Railway Express Agency in the carrying out of its an- 
nounced new aggregate weight rule. 

On petition of the trunk line railroads, the Commission will 
begin a series of hearings on November 28, at the Newark 
Chamber of Commerce, in a review of the order issued by the 
Public Utility Commission of New Jersey, calling on the rail- 
roads to revise their intrastate freight rates, Milton P. Bauman 
chairman of the conference, announced. ; 

Mr. Bauman said the decision of the New Jersey commis. 
sion had been predicated on grouping of rates from New York 
City to points in New Jersey in excess of rates for longer dis. 
tances in other groupings and which corrected such rates by 
revision on a mileage basis. The order was to have become 
effective September 10, but was never carried out, because the 
carriers asked for a review by the Comniission. 

Mr. Bauman added that, at these hearings, the Commission 
would reopen the eastern class rate case. 

The conference approved the filing of a petition for an 
extension to carriers of additional time for removing departures 
from the long and short haul clause of the fourth section of 
the interstate commerce act now existing under specific com- 
modity rates between points in Official Classification Territory, 

Frank Rich, first vice-chairman, announced that, on Novem- 
ber 15 at 2 P. M., in the assembly rooms of the Merchants’ 
Association, a “town meeting” would be held under the auspices 
of the conference, at which time the subject of store door de- 
livery, scheduled to go into effect on November 17, and the 
facilities provided by the Union Inland Freight Station, and 
other kindred subjects, would be discussed. To this meeting 
are being invited official representatives of the Pennsylvania 
Railroad and other trunk lines, representatives of the coast- 
wise lines, representatives of the Port Authority of New York, 
and shippers generally. The meeting will be open to all inter- 
ested whether members of the organization or not. 

Another resolution adopted was offered by Fred L. Pome- 
roy, of Elizabeth, N. J., to ask the Trunk Line Association to 
place on the docket for hearing and argument the proposed 
change in charges for stopping-in-transit for partial unloading 
and completion of loading in trunk line and New England ter- 
ritories. 

Mr. Pomeroy claimed that the charges proposed are too 
high and that the time is now favorable for taking action 
thereon. 


REVENUE TRAFFIC STATISTICS 


Revenue passengers carried by Class I railroads in the 
eight months ended with August dropped from 410,662,000 in 
the period ended with August, 1931, to 328,710,000 in the cor- 
responding period of 1932, according to the monthly statement 
of revenue traffic statistics prepared by the Bureau of Statistics 
of the Commission. The passenger revenue fell from $390,- 
905,390 in the first eight months of 1931 to $264,982,000 in the 
corresponding period of 1932. Reverfue a passenger mile fell 
from 2.547 cents in the first eight months of 1931 to 2.269 cents 
in the corresponding period of 1932. 


Revenue tons declined from 1,086,306,000 in the first eight 
months of 1931 to 736,020,000 in the corresponding period of 
1932. The freight revenue fell from $2,240,495,301 in the first 
eight months of 1931 to $1,599,952,857 in the corresponding 
period of 1932. The revenue a ton mile rose from 1.056 cents 
in the first eight months of 1931 to 1.065 cents in the corre 
sponding period of 1932. 

Statistics for the month of August follow: Revenue pas- 
sengers carried declined from 49,639,000 in August, 1931, to 
38,817,000 jin August of this year. Passenger revenue dropped 
from $49,000,714 in August, 1931, to $31,270,197 in August of 
this year. The revenue a passenger mile fell from 2.360 cents 
in August, 1931, to 2.010 cents in August of this year. Revenue 
tons of freight carried declined from 142,574,000 in August, 1931, 
to 93,067,000 in August of this year. Freight revenue fell from 
$279,580,954 in August of 1931 to $194,741,659 in August of this 
year. The revenue a ton mile however, increased from 1.039 
cents in August of 1931 to 1.065 cents in August of this year. 


IMPROVEMENT OF HIGHWAYS 


More than $72,000,000 has been allotted from federal emer: 
gency funds to definite highway construction projects provided 
for under the emergency relief and construction act of July 21, 
1932, according to the Bureau of Public Roads of the U. S. De 
partment of Agriculture. The act appropriated $120,000,000 for 
emergency construction on the federal aid system. The money 
is advanced to the states and the federal government is to be 
reimbursed by making deductions from regular federal aid ap 
portionments over a ten-year period beginning with 1938. 
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Aviation News 


~~o-~ 


EXPRESS BY AIR 


N providing for the maximum of speed in delivery and pre- 
| paring for volume of movement, the air express service of 
the Railway Express Agency, now well in its sixth year, has 
found it necessary to develop an entirely new transportation 
technique, in many respects. The nature of equipment em- 
ployed in the line haul service and other considerations gov- 
erning have placed severe limitations on operating methods in 
many respects, but, despite the handicaps under which the 
service is operated, the records of the last five years show 
not only that the widest conceivable variety of goods have 
been transported in this way but that loss and damage have 
been negligible. 

As contrasted with the situation in loading and stowing 
express matter aboard a railway car, in which the nature of 
the shipment, its packing, and other inherent factors are the 
controlling consideration, in loading shipments into a plane, 
the primary matters of importance are those of weight and 








The Railway Express Agency loads 1,000 pounds of express in each 
of the wings of this New York-Chicago plane. 


balance. These are even more than ordinarily important when 
the shipment has a size or weight in excess in those prescribed 
for the usual run of business. 

Due to the varied character of the planes operating in 
express service, some of which are in passenger and mail serv- 
ice as well as express, while others are strictly for express, the 
available cargo space and its distribution differs for each type. 
The heaviest volume of express business in the country has 
developed over the New York-Chicago run, and the loading and 
handling principles in operation there may be regarded both 
as typical and as representative of the most up-to-date and 
efficient use of cargo space and dispatch handling. Traffic 
experts of United Air Lines, over which the express service is 
conducted, and of the Express Agency itself, have concentrated 
on the loading, stowing and handling problems to an intensive 
degree, 

The cargo space in the tri-motor planes, located immediately 
under the center of gravity of the plane, consists of drop 
express pits in the bottom of the wings with a carrying capacity 
of approximately 1,000 pounds, or a cubical capacity of about 
100 feet. In addition, lighter packages and parcels may be 
carried in the fuselage, in the rear of the passenger cabin, but 
the weight there cannot be great. The volume of the rear com- 
ania ordinarily is not the limiting factor as to loads placed 
there, 

Loading and stowing the express pits, which are lowered 
when the plane is grounded, call for careful, scientific handling. 
Not only must many of the principles developed in connection 
with the railway express car be employed, but, in addition, such 
considerations as are dictated by the nature of the equipment 





must receive attention. Heavy packages must be on the bottom 
of the compartment, with the lighter parcels on top, and the 
order of the removal at successive stops must be followed. 
Particular pains must be taken to prevent shifting of the load 
in flight, or as the plane leaves the ground or lands. Heavy 
and compact shipments must be braced securely to prevent 
movement, and, in many cases, bracing must be provided for 
the lighter packages placed on top, so as to avoid excessive 
shifting. 

Single-engine biplanes, of the open cockpit type used in 
mail and express service, ordinarily have their cargo space 
forward of the pilot’s seat. Approximately eight cubic feet of 
cargo space is all that is available in equipment of this type, 
with a similar reduction in the weight that can be handled. 

A new type of plane to be placed in service over the New 
York-San Francisco run will carry a pay load almost 150 per 
cent of that of the standard tri-motors now in service. It will 
be a twin motor ship, having a wing span of 74 feet, length 
of 51 feet and 5 inches, and an over-all height of 16 feet. Its 
rated capacity will be 2,400 pounds, and it will be the fastest 
multi-motored transport in the world. The coast-to-coast sched- 
ule will be reduced from 27 hounrs to twenty-three hours, or 
less, when these planes go into service, scheduled for the near 
future, with a similar speeding up on other routes. 


These space considerations and other physical features in- 
cident to operation in the air naturally have been controlling 
in the establishment of rates. The early planes were extremely 
limited as to the volume of express they could carry and the 
rates were proportionately high, but, with increased carrying 
capacity and a growing volume of business, they have been 
scaled down materially Shipments moving in this way, when 
the service was begun five years ago, were almost wholly 
limited to such as were of an emergency nature, or were sent 
for publicity or “stunt” reasons. As facilities expanded and 
service improved, rates dropped and the popularity of the serv- 
ice increased. 

Moving picture producers, news reel companies, silk houses, 
dress goods and millinery retailers and wholesalers, with whom 
the time element is always important, are now among the most 
active patrons of air express. Florists, bakers, and many 
others such as authors and play writers, physicians and 
chemists, find regular need of the maximum speed in trans- 
portation in shipping flowers, manuscripts, laboratory speci- 
mens, medical equipment, and a wide diversity of merchandise. 

Air express has been adopted by the jewelry and watch 
trades as a means of both a saving of time and additional 
security. Jewelry samples are now customarily sent on ahead 
of a salesman, instead of him carrying them on his person. 

Banks and investment and brokerage houses have found 
numerous economies of a substantial nature in the use of air 
express for the transmission of valuable papers. The former 
now regularly employ it for the shipment of checks and various 
documents across the continent, thus saving three days’ interest. 

Printing forms, electrotypes, and other matter used in 
publication work are moving in increasing volume by air ex- 
press, along with much art material. Examples include original 
engravings, electrotypes and mats for mail order catalogues; 
art work going to reproduction process companies, which must 
arrive without the slightest tear or blemish, and advertising 
matter rushed through to meet publication dates 

In addition to the strictly air service, much time and 
thought has been spent in coordinating it with land services so 
that a much greater portion of the business world finds it con- 
venient and desirable to use the air than would otherwise be 
possible. 


AIRPORTS AND LANDING FIELDS 


There were 2,079 airports and landing fields in the United 
States on November 1, 1932, an increase of 42 since July 1, 
1932, according to a report prepared by the Aeronautics Branch 
of the Department of Commerce. A total of 691 of the airports 
on record Nov. 1, were fully or partially lighted for night use. 

On July 1, 1932, there were 543 municipal and 610 commer- 
cial airports; 352 Department of Commerce intermediate land- 
ing fields, 430 auxiliary fields, 51 army and 14 navy airdromes 
and stations; and 37 miscellaneous government, private and 
state airports and landing fields, a total of 2,037. 

On November 1, 1932, the division was as follows: 547 
municipal, 619 commercial, 349 intermediate, 459 auxiliary, 50 
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army, 14 navy, and 41 miscellaneous government, private and 
state airports and landing fields, totaling 2,079. 

California led all other states in the number of airports 
and landing fields on November 1, having a total of 173, while 
Texas was second with 147. Pennsylvania, with 107, occupied 
third place. California, aside from having the largest total, 
also had the largest number of municipal airports, 52. Penn- 
sylvania led in number of commercial airports with 64. Alaska 
had the largest number of auxiliary fields, 65. 


CANADIAN AIRWAYS 


A chain of aviation landing fields across Canada is being 
planned by Canada’s department of national defense, and survey 
parties are now at work establishing the sites of the proposed 
fields, according to a report from the Consulate General at 
Ottawa made public by the Commerce Department. 

It is pointed out that these fields will be in the nature of 
emergency landing fields along three stretches where no fields 
now exist. The stretches to be covered are from Halifax to 
Montreal, from Ottawa and Toronto to Winnipeg, and from 
Lethbridge, Alberta, to Vancouver, British Columbia. 

According to the report, the work is being undertaken at 
this time with a view of relieving unemployment, especially 
among unmarried men. Actual construction work is scheduled 
to start Nov. 1. About 2,000 men are expected to be given 
employment and will be stationed in camps near the proposed 
landing fields. 

When this chain of airports is completed, Canada will have 
a string of airports extending from the Atlantic to the Pacific 
oceans. The new fields will be in the nature of emergency 
landing places, but later they may be used as bases for active 
operations as transcontinental flying develops, it is pointed out. 


MOTOR TRANSPORTATION TAXES 


A statement about motor transportation taxes by Fred 
Brenckman, Washington representative of the National Grange, 
sent to the newspapers by the National Highway Users’ Con- 
ference, in part says: 


Safeguarding motor transportation from unjust taxation and regu- 
lation is a vital necessity to people of the rural districts. Farmers 
and home owners should not lose sight of the fact that in issuing 
bonds to the value of billions of dollars for construction of improved 
highways, almost the sole dependence for meeting these bonds when 
due was the earning capacity of the roads. These bonds must be 
paid whether we use the roads or not. If we strangle motor trans- 
portation for the benefit of other forms of transportation, thereby 
decreasing or destroying the earning capacity of the roads, the bonds 
will have to be paid largely out of higher taxes on real estate. 

We need the railroads, but we also need motor transportation. 
Each of these agencies should confine itself to its economic range 
of operation. 

It is not true that the vast mileage of improved highways that 
has been constructed has been handed to motorists as a pure gift 
from the government, as some would have us believe. Special taxes 
on motor vehicles in 1931 reached the stupendous sum of $1,025,735,000. 
In 34 states no general property taxes for state highway purposes 
were levied during 1930. 

The special war-time tax on automobiles, which was repealed only 
a few years ago, brought into the federal treasury aggregate sums 
approximately equal to all appropriations for the federal-aid highway 
system. The United States Bureau of Roads is authority for the 
statemest that of all bonds issued for state highways from 1921 to 
1930, 77 per cent were issued against income from special motor taxes, 
and only 17 per cent against general property and other state taxes. 

A recent study made in Pennsylvania indicates that certain classes 
of vehicles are now annually taxed at a higher rate than is warranted 
on the basis of road costs. This study reveals that the estimated 
payments required on 1-ton trucks is $46 per*year, while the average 
tax actually paid is estimated at $60 annually. According to this study, 
a-1%-ton truck should pay $58 per year, but the tax collected is $88. 
A 2-ton truck pays yearly taxes estimated at $113. The amount 
required is only $100. In the case of 4-ton trucks, the annual payment 
is put at $185, while the amount required is estimated at $212. A 5-ton 
truck, according to this survey, pays in taxes $225, while it should 
pay $276. The estimated annual tax on a passenger car is placed at 
$24.50, while the estimate required to meet road costs is $26, a dif- 
ference of $1.50 per year. 

These figures led the United States Bureau of Roads to say that 
“a, fair charge against the heavier vehicles is all that can be sup- 
ported by the cost of the roads built for their use.” 

It should be said that this survey was made prior to the enact- 
ment of the heavy new taxes on motor transportation at the last 
session of Congress. Otherwise, it would, no doubt, have been dis- 
closed that motor transportation in Pennsylvania, so far from being 
subsidized, is already more than paying its way. 


ENGLISH REPORT DRAWS FIRE 


“That the controversy on rail-highway transport in England 
has become more heated since the issuance of the report by 
the Salter conference on rail and road transport, is seen in the 
statement filed by the Federation of British Industries with the 
Minister of Transport, scoring the recommendations of the 
conference, because they offer no cure for rail ills while urging 
drastic increases in regulations and taxes on motor transporta- 
tion,” says a statement issued by the National Automobile 


Chamber of Commerce, New York. 





The Traffic World 


Vol. L, No. 20 





“The federation’s attack on the Salter report comes ag a 
surprise in this country inasmuch as the Salter report, which 
recommended that all the cost of highways be borne by motor 
vehicles, had been given wide publicity here as a final agree. 


ment between motor vehicle and rail interests. An attack on 
the report has also been launched by several leading British 
automobile organizations which criticized the program for the 
allocation of taxes. The motor vehicle organizations Pointed 
out that the proposed plan of allocation would force the private 
motor car owner to pay two income taxes instead of one. 

“The figure of 60,000,000 set up by the Salter conference 
as the annual highway cost is attacked on all sides as exces. 
sive, and more than the government will spend on highways, 

“On invitation of the Minister of Transport, the Federation 
of British Industries has filed a statement of its views as rep- 
resenting the interests of manufacturers and industrialists who 
are materially affected both as producers and as the main users 
of transport. Industry must have the cheapest and most eff. 
cient system of transport possible upon an economic basis, 
This system must include efficient and economic railways, which 
are an essential part of our national economy. Under modem 
conditions road transport is equally indispensable. 

“Stating that the report of the conference, while recogniz- 
ing the railway disabilities, solely confines itself to proposals 
which would burden the road transport industry with addi- 
tional restrictions and cost, the federation ‘regrets that the 
report offers no remedy for the major causes of the economic 
troubles of the railways which originate in conditions of vari- 
ous kinds and have resulted in high costs of operation and 
unduly burdensome charges for transport and it would suggest 
that any attempt to palliate these effects by the imposition of 
regulations upon a competitive form of transport on the lines 
suggested in the report must impede the solution of the real 
problem.’ 

“The federation strongly recommends that the Minister of 
Transport should attach more weight to the studies and reports 
of the Royal Commission on road costs than to those of the 
conference. (The Royal Commission recommendation was that 
Y% of the cost of the highways should fall on the rate payer 
and % on the motorist.) 

“The Minister of Transport should not be given power to 
prohibit classes of traffic from being carried by road, in the 
opinion of the federation, because industry may at any time 
require that goods now carried by rail should be carried by 
road. The keeping of records of journeys, as proposed, would 
be of little value and only add to overhead costs of productive 
industry and public departmental expenditures. 

“Tn the case of the railways,’ says the statement, ‘the 
device of the standard revenue is entirely out of harmony with 
the realities of the present position. The maintenance of high 
rates designed to yield, as far as practicable, such a revenue 
from a reduced volume of traffic constitutes a crushing burden 
on industry. 


“*The railways act strictly limits the railways companies’ 
control of operating costs,.and it is impossible for commercial 
considerations to have sufficient weight with them, unless they 
have greater liberty of action. Operating costs are being main- 
tained at a level which cannot be justified in present conditions. 
At present, the impossibility of reducing operating costs is al- 
leged by the companies as a full and sufficient reason for main- 
taining rates in the neighborhood of 50 per cent or 60 per cent 
above the pre-war figure, whereas the rest of industry has been 
compelled by existing conditions to reduce its prices in many 
cases to the pre-war level. 

“‘Operating costs and rates and charges cannot be divorced 
and it is illogical that the railway companies should be con- 
trolled in these vitally important directions by two separate 
bodies, who have no connection the one with the other. 

“*The federation, therefore, suggests, that instead of handi- 
capping the road transport industry with restrictions tending 
to have a similar effect, the real solution should be sought in 
removing the present disabilities of the railways and reducing 
the cost of transport.’ 

“The motor legislation committee submits a statement in 
behalf of: Royal Automobile Club, Royal Scottish Automobile 
Club, Automobile Association, Society of Motor Manufacturers 
and Traders, Ltd., British Cycle and Motor Cycle Manufactur- 
ers and Traders Union, Ltd., Institute of British Carriage and 
Automobile Manufacturers (Inc.), Motor Agents’ Association, 
Ltd., Motor Trade Association, Scottish Motor Trade Associa- 
tion, Ltd., Agricultural and Road Machinery Manufacturers’ As- 
sociation. 

“The committee states that representatives of different 
classes of vehicles, highway authorities and other interests 
should have been represented on a conference attempting to 
deal with the entire subject and that this vital defect in the 
constitution of the conference destroys completely the value of 
the report; it refers to the ‘astonishing proposition’ that ‘com- 
munity use’ of roads on the one hand and ‘legacy from the past’ 
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on the other, cancel each other and that on balance there is no 
present community user value except for those who use motor 
yehicles as a ‘manifest absurdity.’ 

“Commenting on the £64,000,000 annual railway track 
costs, the committee points out that £36,000,000 represents 4% 
per cent interest on £800,000,000 capital. It states that, while 
roads are paid for and even tramway capital generally repaid, 
railway capital, generally speaking, is not repaid; if this were 
done, railway capital would now correspond more closely to the 
yalue of the effective assets and operating profits would be 
sufficient for payment of substantial dividends. 

“The committee makes the point that the schedule of motor 
license fees in the Salter report would, if carried out fully, 
permit a 40 per cent reduction for private automobiles and 
cycles and that, ‘if the amazing methods and calculations em- 
ployed by the conference are endorsed by the government and 
accepted for one purpose, the so-called principles upon which 
they are based should not be disregarded in other cases be- 
cause private cars and motor cycles would secure that taxation 
relief to which they are shown to be entitled. 

“No doubt appreciating this dilemma, the conference re- 
fers to “Sumptuary” taxation as an “assumption that the poses- 
sion of a motor car is a presumptive indication of ability to pay.” 
In other words, sumptuary taxation, apparently, is defended 
on the same principle as income tax, but the conference does 
not explain why the owner of a motor car or a motor cycle 
should be called upon to pay two Income Taxes instead of one. 

“‘The organizations responsible for this memorandum sug- 
gest to the minister that, if the conference report demonstrates 
anything at all, it is that (1) the existing burden of motor tax- 
ation is excessive and unfair in its incidence; (2) that motor 
transport contributes in total amount an altogether dispropor- 
tionate share of the cost of the roads; and (3) that there should 
be a substantial reduction in the special taxation now imposed 
upon motor cars and cycles and, indeed, on all types of light- 
weight motor vehicles. They submit to the minister, however, 
that the report is not intended to provide a fair and equitable 
basis of motor taxation on merits, but that its real purpose is 
to carry out the railway companies’ desire to increase the cost 
of transport generally—a policy that would be gravely injuri- 
ous to the interests of the community as a whole.’” 


FIBREBOARD CONTAINERS 


Announcement by the Trans-Atlantic Assocated Freight Con- 
ferences, through its chairman, J. Sinclair, that shipments of 
canned goods and dried fruit in fibreboard containers bearing 
the insignia of the Export Fibreboard Case Association will be 
accepted without penalty, has resulted in the appointment of a 
special committee on fibre containers for export shipment by 
the National Industrial Traffic League. 


In a League circular it is explained that a similar com- 
mittee was discharged at the last annual meeting of the League, 
an understanding having been had with the shipping confer- 
ences that no specifications covering fibre containers for ex- 
port shipments would be approved without a hearing at which 
the League was represented. 

“We have just been informed that definite specifications 
have been made covering shipments of canned goods and dried 
fruit, and that the container which will be accepted by the 
steamship companies without penalty will be that bearing the 
insignia ‘E. F. C. A., meaning Export Fibreboard Case Asso- 
ciation,” says the circular. A letter from Chairman Sinclair, 
of the Associated Freight Conferences, is then quoted, outlining 
the action of the conferences. 


“There are, doubtless, many shippers using fibreboard cases 
for export who manufacture them for their own use, or who 
purchase them from box manufacturers, who are not members 
of the Export Fibreboard Case Association,” it is stated, “and, 
therefore, it would seem to be very essential that action be 
taken by members of the League individually, as well as by the 
enw committee which has just been appointed by President 

ueller,” 


The newly appointed special committee is as follows: E. C. 
Nettles, general traffic manager, General Foods Corporation, 
Battle Creek, Michigan (chairman); G. R. Browder, general 
manager, Paperboard Industries Association, Chicago; A. H. 
Campbell, general traffic manager, International Paper Co., New 
York; W. H. Chandler, manager, traffic bureau, Merchants’ Asso- 
ciation of New York, New York; Royal E. Cook, traffic man- 
ager, H. J. Heinz Company, Philadelphia; S. Evans, Jr., gen- 
eral traffic manager, Robert Gair Company, Inc., New York; 
George F. Hichborn, general traffic manager, United States 
Rubber Company, New York; C. A. Lahey, vice-president, traffic, 
Quaker Oats Company, Chicago; C. D. Roxby, traffic manager, 
Nestle’s Milk Products, Inc., New York; H. J. Zimmerman, gen- 
eral traffic manager, B. F. Goodrich Company, Akron. 
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RATES AND THE DEPRESSION 


(By R. V. Taylor, Mobile, Ala., formerly a member of the 
Interstate Commerce Commission) 

There are many proven examples which clearly show that 
the greatest results often flow from the simplest causes. Com- 
modore Matthew Maury demonstrated that the currents of the 
sea were mainly, if not entirely, the results of a difference in 
the specific gravity of fresh and salt water and warm and cold 
water, or, in plainer terms, that they are set in motion because 
fresh and warm water do not weigh as much for the same 
volume as salt and cold water. It cannot be a reasonable cause 
for questioning the intelligence or industry of this philosophic 
naval officer that it took him years of study, during which he 
had bottles floating upon every sea, with a record of their 
latitude and longitude from time to time and the periodicity 
of their movements, made by the reciprocating shipmasters of 
the world, before he was able fully to determine the effects of 
ag — facts upon which his great theories were finally 
o rest, 

No matter how familiar he may have been at the beginning 
of his investigation with the laws of nature involved, he could 
not have then known that a mere difference in the weight of 
water was the impelling force moving that river in the ocean, 
a thousand times greater in volume than the Amazon, which 
flows out of the Gulf of Mexico between the Capes of Florida 
and Cuba, carrying warmth and fertility to a great part of the 
world, including the British Isles. 

Many parallels to this instance of simple causes and great 
effects may be found in the economic laws governing agriculture, 
industry, and commerce. In the axiom that “no one can take 
more money out of the treasury of a railroad than is put in it” 
is located such a cause directly governing the prosperity of 
the owners of the securities, amounting in the aggregate to 
between twenty and thirty billion dollars, of the great corpora- 
tions which control these properties, also of nearly two millions 
of persons in their employ and of at least an equal number 
engaged in the various mining and manufacturing plants which 
supply the material for their maintenance and operation, and 
indirectly affecting the prosperity of every part of our great 
body politic. 

Some time prior to the year 1920, the amount of money 
which it was necessary to take out of the treasuries of steam 
railroad companies to cover their operating costs was increased 
approximately one thousand million dollars annually, because 
of additions to the pay of labor employed by them. Synchro- 
nously, the amount to be put into these treasuries was increased 
by a sum sufficient to provide for these additional amounts to 
be taken out. This was done by rate increases provided for by 
Director General Order No. 28, carrying an increase of prac- 
tically twenty-five per cent, and I. C. C. Ex Parte No. 74, thirty- 
five per cent. The aggregate of these increases proving to be 
unnecessarily large, this sum was subsequently reduced by a 
ten per cent horizontal reduction in all freight rates, the only 
practical way it could be done. By this net increase in the 
revenue of the railroads, a great financial catastrophe which 
would have been precipitated upon the country at that time 
was at least postponed. If the inflow into the treasuries of 
the railroads thus established had been allowed to remain 
unimpaired as long as the volume of the outflow was unreduced, 
the financial distress of this country, and perhaps of the world, 
of the last three years might not have occurred. 

Such, however, was not the case. The tariffs which regu- 
lated the inflow into the treasuries of the carriers from trans- 
portation of freight in effect in 1920, became subject to a variety 
of insidious attacks, which were persistent and never ending. 
The decrease in the revenue of the railroads by these reduc- 
tions for ten years amounted, in the aggregate, to nine billion 
dollars and, by a progression imperceptible at the start, the 
money flowing into the railroads finally became radically less 
than that flowing out. Competent and careful observers in 1929 
saw the direful and tremendous results which were bound to 
follow this interference with sound business principles, and 
even top-water thinkers in 1930 began to be alarmed that the 
impossible task of taking more money out of a railroad’s treas- 
ury than had been put in it was approaching. 

The first bad results of this interference with a sound 
economic law was the necessity of the discharge of five hundred 
thousand railroad employes, afterward increased to seven hun- 
dred and fifty thousand, and, by the forced reduction in the use 
of material, of the addition of at least a similar number of 
persons at work in the allied industries to the unemployed list. 
It is reasonably estimated that every person at work provides 
food, clothing, and shelter for three others unemployed. There- 
fore, a million five hundred thousand people out of work means 
six million consumers deprived of their customary means, not 
only to buy automobiles, but the necessities of life. This started 
a tide which caught in its flow “the butcher, the baker, and 
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the candlestick maker,” and, before it had progressed very far, 
it had drawn to its bosom ten million or more persons out of 
work and thirty to forty millions of their dependents with their 
consuming power seriously impaired, if not destroyed. 

The stricken owners of the stocks and bonds of the carrier 
corporations, including stockholders of banks and other institu- 
tions, whose funds had been invested therein, added to the 
army of unemployed created by freight rate reductions, and 
their dependents, made a flood which swept over the entire 
economic structure of the country, with a pervading power 
equal to that of the Gulf stream, as it forces its way across 
the Atlantic. 

Deprived of their markets, consisting of nearly fifty million 
consumers with their means to buy destroyed, wheat, cotton, 
and other products of agriculture, along with all other commodi- 
ties, dropped in value to almost, if not quite, the lowest point 
in history. Banks by the thousands were forced to close their 
doors and wreck and ruin were strewn along the roads serving 
farms, the paths and by-ways of hamlets and villages, as well 
as the streets of great cities. 

Thus was furnished a practical illustration of the power and 
effect of interference with the simple economic law, that “no 
one can take more money out of the treasury of a railroad than 
someone has put in it,” and of the further fact that, in this 
instance, it cannot be done without bringing disaster, not only 
to the lines of rail, which constitute the veins and arteries of 
the entire body politic, to which these treasuries must furnish 
the blood, but also to all argiculture, all industry and all 
commerce. 

Anyone may reasonably ask, if what is here said is true, 


why was its verity not sooner demonstrated and before those. 


tribunals who have power to correct these conditions? This 
inquiry may become personal, and the question also put to me 
as to why, when, as interstate commerce commissioner, I was 
charged with the duty of seeing that these carrier treasuries, 
through the establishment of ‘just and reasonable rates,” were 
supplied with the funds necessary to pay the cost of “honest, 
efficient and economical management and reasonable expendi- 
tures for maintenance of way and structures and equipment,” 
and in addition to earn “a fair return upon the aggregate value 
of the railway property of such carriers,” that with forty years 
preparation in administering railroad accounts and affairs, be- 
fore taking my seat upon the Commission, I did not mor 
effectively perform this duty. My answer to such a quest 
if asked for myself and my colleagues, without avoiding ‘o 
whit of my responsibility, would be to refer to the time it to 
Commodore Maury to locate the effect of the causes determining 
the currents of the sea. 

Another inquiry which is germane to this discussion is, why 
did not the bad influence of these freight rate reductions upon 
the treasuries of the railroads show itself prior to 1929? The 
answer to this is that, for ten years prior to 1929, there was 
an average annual increase in the volume of the freight traffic 
of class one railroads from the natural growth of our commerce, 
amounting to ten billion ton-miles, and it was only when this 
increase paused that the effect of the freight rate reductions 
was made manifest. 

The Cure 


For all of this, what is the cure? There is only one—‘the 
restoration of these freight rate reductions.” Since leaving the 
Interstate Commerce Commission, I have been persistent, first, 
in giving warning of the impending catastrophe, and, second, 
in attempting to remove its cause by securing the restoration 
of these freight rates, the reduction of which brought it on. I 
went so far in these efforts as to file a petition in my own name 
and at my personal expense with the Commission. I got expres- 
sions of sympathy from some of my late esteemed colleagues 
on this great bench, who, however, expressed wonder that I 
should make such an attempt while railroad managers, in a pa 
of fright, were slashing their rates to meet competition I kne 
to be largely imaginary by reductions in their revenue entirel 
unnecessary. 

I also opened up extensive correspondence with leading 
railroad executives and got many kind words. The chief of 
them all wrote me: “Permit me to express my personal indebt- 
edness to you for the thoughtful consideration which you have 
given to railroad problems, and I trust that we may have the 
continued benefit of your ripened wisdom and militant counsel,” 
but that what you suggest “would not solve our problems under 
prevailing conditions,” the general opinion being that any at- 
tempt to restore rates would result in their losing all of their 
present traffic. Think of it, because one-tenth of one per cent 


of the traffic transported by rail carriers had been diverted to - 


inland waterways and three or four per cent additional to trucks, 
all of the residue would leave their rails if their freight rates 
were restored! From another railroad source I was informed 
that relief from the ills which the carriers are suffering from 
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could only come by further consolidations and the destruction 
of competition, notwithstanding the fact that everyone shou, Mm tio 
know that systems already too big, when made bigger, muy or 
be at the sacrifice of both economy and efficiency, and thy five 
competition is still the life of trade. ma 
I have written many labor leaders, with whom I have alway, M™ inc 
been upon friendly terms, soliciting their cooperation. Not on, dis 
of these has agreed with my theory that the only way to py 
the ten million persons, now unemployed, back to work ig by rea 
the return of prosperity, which cannot be hoped for until th cal 
railroads are taken out of the red by the restoration of th tho 
freight rate reductions which have caused them such a greg sta 
loss in revenue. the 
I believe these labor leaders are honestly trying to aid they inf 
constituents, but when they suggest that the ends they aim x onl 
can only be reached by the inauguration of a five-day week ang 00 
a six-hour day, I know they are trying to get something fo cal 
nothing and are setting themselves against one of the great ind 
laws, which were delivered to Moses amid thunder on Mout in 
Sinai, that “six days shalt thou labor.” What labor needs jj wh 
not less work but more money for more work. moi 
I have talked with the growers of fruits, and cotton, ang wal 
other agricultural products, and they have raised their hands wh 
in horror at the idea of freight rates being restored on con. ties 
modities now at the lowest price in history. My reply to all of 1 
of them is the same that I made to a cotton planter. You ar 
not greatly concerned in an amount of seventy-five cents ora 
dollar per bale, more or less, for your cotton, which might 
result from a restoration of freight rates. This is often the 
result of a day’s fluctuation on the cotton exchange; what you 
want is fifty to sixty dollars a bale increase in value, and that 
can only come by a restoration of freight rate reductions neces. 
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sary before we can have a return of prosperity. I had a greatjm UP° 
railroad man tell me recently that there were fourteen thousanifm '5t 
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For 1931, the tonnage thus diverted may have increased iM legis 
two years by as much as an additional four pe ent of eM now 
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péen sreat enough to have become such a menace UMM but 
ie Te arTiers as COmmoniy Stipposed, In the final strugs loca’ 
br existence, the truck canno carrier, becaliale proc 
oO ne grea advantaze Which aS. decr 
hits of man and motive power necessary ans ail not 
iiber of tons. a8 well. AS"tO the advanta ra CO both 
n thé relative depreciation o its ¢ 
on of ireight rates wil LCGecbl offse 
He Ver iieis tonnas ' C , upon 

s true, he real loss : : on s 
come, not trom competition of boats or trucks,  DUtsbpesdtll 
“epression which has reduced the ig all as a 
one hundred oD On On-miles annua x only 
bacK AS SOON as restoration oO elgnht rate redu ons law 


them out of the Ted, Teneves te tepression, ‘ and 
Tthink We may conclude that the treasuries of the estal 


carriers must be restored to a condition where their inflow and 
unds will enable an outgo inseparably connected with thég® raily 
nt of the costs of “honest, efficient and economical manatly na 4, 
and reasonable expenditures for maintenance of Wa 
structures and equipment,” and “a fair return upon the agg 
gate value of the railway property of such carriers held for all 
used in the service of transportation,” as provided for by tl 
law which I quote, and that this can only be accomplished 
a restoration of the reductions which have been made in th 
freight tariffs, the indirect result of which will also be benefi¢ 
to their passenger revenue when the forty to fifty millions ® 
people now without the means to buy railroad tickets 
again with funds. 

Current history shows there are no insurmountable obstatlé 
in the way of a line of procedure called for by the restoratil 
of these rates. When Director General McAdoo needed an at 
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tion 


ould tional one thousand million dollars annually, he issued his 


nus Order No. 28, horizontally raising rates approximately twenty- 
thet five per cent, which was followed by I. C. C. Ex Parte No. 74, 

making a similar increase of thirty-five per cent, to provide for 
va increased pay of labor, both of which became effective without 
a disturbance to the flow of traffic or other business conditions. 
| Dut After three years of close study and hard work, I have 
s by reached the inescapable conclusion that relief to this situation 
- the cannot be hoped for through the united action of the carriers, 
the though it must be clear that in no other way can their financial 


sTeat status be restored; they are frightened by a competition which 

their imaginations have greatly exaggerated and have no exact 
their information with respect to the enormous losses in traffic caused 
m at only by the depression in all business; nor by the united and 


and cooperative act of labor, though ten million unemployed persons 
> for cannot be returned to work until prosperity is restored to all 
reat industry by the treasuries of the rail carriers being put back 
‘ount fe in a healthy condition; nor by the action of producers of cotton, 
ls is wheat, and other products of agriculture, and all other com- 

modities, who must be first, taught to know that in no other 
and way can cotton be advanced fifty to seventy dollars a bale and 
ands wheat eighty cents to a dollar a bushel and all other commodi- 
com: ties relatively in value, all of which must await the restoration 


O all of the buying power of forty or fifty million of our people. 

a A Rainbow in the Sky 

- Amid this cloud of gloom there is a rainbow in the sky. 
oe Messrs. Calvin Coolidge, Bernard M. Baruch, Clark Howell, Alex- 
a ander Legge, and Alfred E. Smith, probably the five most com- 


petent persons in the United States to perform the duty imposed 
upon them, have been invited by some of our great financial 
institutions to assume consideration of both the cause and cure 
of the present deplorable condition of our rail carrier corpora- 
tions. These gentlemen are working under the heading of the 
National Transportation Committee. Should they arrive at the 
opinion that the restoration of these freight rate reductions 
which must be adequate and, for a time, at least, inflexible, 
to be effective, will bring back prosperity by taking the railroads 
out of the red, by opening a way to put ten million persons 
back to work, by restoring the buying power. of forty to fifty 
million people, there would be no one who would dare to express 
an opinion against the conclusions of this august committee. 


The reduction of a freight rate is an exceedingly popular 
act, quite seductive to every regulatory officer. The restoration 
of such a decrease receives few plaudits. The immediate result 
of an order restoring these rates will be in accord with this 
general rule; if, however, a return of prosperity is the ultimate 
result of such an act, if it is accomplished by the National 
Transportation Committee, it will give additional luster to the 
great names which constitute it. 


There should be, after these rates are restored, further 
legislation preventing a recurrence of the disastrous conditions 
now existing with our rail carriers. The power delegated to all 
supervisory bodies should be clearly defined as one to regulate 
but not destroy. If there is discrimination, either between 
localities or commodities, it should be removed by a leveling 
process which would require a corresponding increase for every 
decrease in revenue. If the gross revenue of any carrier is 
not excessive or illegal, it must be obvious that it would be 
both unjust and unreasonable to reduce one factor upon which 
its continuance must depend without increasing some other to 
offset it, and no involuntary reduction should ever be imposed 
upon a carrier without the authorization of an equal increase 
on some other traffic. 


The leveling of a freight tariff should be accomplished just 
as a road bed is prepared for a track. When this is done, not 
only are the hills reduced, but the hollows are filled up. The 
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and in the Hoch-Smith resolution seems to contemplate the 
establishment of such a rule, but it must be made more positive 
and exact before the future of the corporations owning our 
— and their securities holders can be stabilized and 
made safe. 


_ I sat in a pew recently while the preacher in the pulpit 
discussed the relief to the depression. This was his text from 
the 23rd Psalm: “He restoreth my soul.” I am a man of faith, 
believing that the Divine Power interposes in His own way, in 
favor of those who trust Him, but I also know He helps those 
Who help themselves, and that He does it always in His own 
good way, and I am confident that the present depression will 
be relieved only when the Interstate Commerce Commission 
Restoreth the freight rate.” 


eed 


ia. SALE—40 volumes valuation and finance report of Inter- 
© Commerce Commission. 210 Mills Bldg., Washington, D. C. 
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COMMODITY AND RATE LEVELS 


Editor The Traffic World: 

We quote the U. S. Department of Labor index of whole- 
sale prices, opposite which are shown the advances in freight 
rates in the years they were made. 











65.2 
62.9 Prior to 1914 for many years 
67.6 freight rates maintained a more 
70.4 or less rigid percentage relation 
Re 64.9 to wholesale commodity prices. 
Gh 656.0 26S een 69.1 avg. for 
NN 66.6060044088 69.8 8 years 
ee eee 68.1 67.2 ? 
Freight Rate Advances 
5 % Jan. 1 
Note 
sharp 15 % May 20, approx. 20% June 25 
war 
advance 40 % Aug. 26 
102.6% compounded 
rer 97.6 
ES 96.7 10 % reduction 
1923 100.6 —_—_—_—_—_—_—- 
- 8.1 92.6% net increase 
5 
0.0 Period 1921-1929 
Serre 95.4 avg. for 
RS dn.cbeneadiely 96.7 9 years Freight was 92.6% over 1907-14 
Pete. seesencued 95.3 98.2 Commodities were 46.5% over 1907-14 


Reape 73.0 
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From 1915 to 1920 freight rates advanced 102.6 per cent; 
in 1922 they were cut 10 per cent—net advance 92.6 per cent. 
Commodities averaged 67.2 from 1907 to 1914. Freight rate 
advances corresponded almost exactly with commodity rise. 
Commodities declined 36 per cent in 1921. In 1922 freight was 
only cut 10 per cent, leaving the net increase 92.6 per cent. 

For the next nine years commodities stayed at 98.2 per cent 
average or only 46.5 per cent higher than they were 1907-14 
(67.2). Commodities are now (October, 1932) down to 65.4 or 
lower by 1.8 than 1907-14. 


These figures show the roads accepted considerably higher 
rates from 1921-29 than before 1915. The last rise of 40 per 
cent in 1920 might well have been completely withdrawn the 
following year. It was a distinct advantage secured because 
of the extraordinary rise in prices in 1919-20 and the roads 
have successfully held it for ten years. One may ponder the 
far-reaching effects of this higher percentage to the roads. Here 
was something they had long dreamed of and that may ac- 
count for many things that happened in the next decade in 
American business. Had it not been for the irresistible mo- 
mentum caused by price inflation after war expansion, the 
automobile lure and enormous individual credit buying, business 
might not have been able to pay the rates charged 1921-29. 

Finally, as the deflation got to work in earnest in 1930, 
the effect of extravagant transportation charges so adversely 
affected business and the level of commodity prices that busi- 
ness became paralyzed and so remains. 


In these figures we believe there is undeniable evidence 
that higher freight rates are one of the great and most important 
reasons for the inability of our country to recover either agri- 
culturally or industrially. 

The Hickory Clay Products Co., 

Cleveland, O., Nov. 7, 1932. By Cloyd W. Miller. 


COORDINATION 


Editor, The Traffic World: 

When I saw the heading of your editorial in the issue of 
October 29—“What Is Coordination’—I expected to find the 
answer, but, after I had finished reading it, it impressed me 
that you switched from the subject of the editorial to an entirely 
different one. 

I cannot see that a revision of the law—that is to say, a 
modification of the interstate commerce act—in such measure 
as may be necessary, and the enactment of laws fair to high- 
way transportation would in any way result in “coordination” 
any more than fair laws which govern business transactions 
result in the “coordination” of such business. It is quite pos- 
sible for competitors to work harmoniously—that is to say, 
without indulging in cut-throat competition—without “coordina- 
tion.” 

Few seem familiar with the study of this subject made by 
the Royal Commission on Transport which made a comprehen- 
sive survey of the situation in England, which, so far as I am 
able to determine from careful reading of the report, shows 
that conditions there are very much the same as they are in 
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this country. That commission, in its conclusions, had this to 
say on the subject of “coordination.” 


(CXXII) It appears to us that without unification—however it 
may be accomplished—no attempt to bring about complete coordination 
would be successful. ; 

(CXXIII) The question arises how unification of the various forms 
of transport (excluding private motor cars and goods vehicles owned 
and operated by business firms for their own purposes) could be accom- 
plished and what férm it should take. 


Then the commission, in its following conclusions, said that 
four different methods of coordination suggest themselves. (1) 
nationalization; (2) rationalization; (3) a combination of both 
of these; and (4) the formation of a public trust. 

Nationalization was defined as ownership and operation 
of all means of transport by a government department under a 
political chief. The commission said that political differences 
would prevent agreement on this point. 

Rationalization was described as merging all of the existing 
transport agencies into one huge combination for the purpose of 
spreading overhead charges over the whole field of transport 
and eliminating unnecessary competition. It said that com- 
plete coordination would in this way be attainable but it ex- 
plained that this would be impossible for the same reason that 
nationalization would be. 

The third plan, which was a combination of the first two, 
national ownership with private operation. This would involve 
the purchase by the state of the different forms of transporta- 
tion, including canals and, possibly, coastwise shipping. These 
would be vested in a government department and their opera- 
tion would be by private companies under license from the state. 
The commission said that, under this plan, so far as operation 
is concerned, complete unification would not be attained, but 
the state would be in a position to prevent overlapping waste 
and unnecessary services and each form of transport could be 
developed to its utmost capacity in the national interest. 

The main feature of the fourth plan, involving the formation 
of a public trust, would be that it would not work for profit. 
It would merely pay a fixed rate of interest on the capital 
involved and all surplus funds would be devoted to the improve- 
ment of facilities. It would be entirely divorced from political 
action. 


The commission said it was impossible for it to express any 
definite preference for any one of these plans, since the country 
had had no experience on a large enough scale to guide it, but 
it said it could not help observing that, where anything of the 
kind had been attempted in England within recent years, the 
public trust system appeared usually to have been adopted. The 
sole exception, it stated, was the railways act of 1921, which 
left the railways in private ownership. 


The commission said it did not feel that it was possible for 
it to make any recommendation, and explained why. However, 
additional observations accompanied the final report and one by 
Sir Robert Donald and two of his associates covered about 
seventeen pages. In this supplemental report I find the defini- 
tion of “coordination” which was adopted by Sir Robert Donald. 
It was this: 


Coordination: A condition in which two or more systems, whether 
in the same or separate ownership, work together efficiently under an 
arrangement mutually agreed and conditioned by the public interest. 


This is followed by the language next, quoted: 


One fundamental principle which emerges from our consideration 
of the problem, supported by evidence and which has been accepted 
by the commission as a whole, is that unification is a condition prece- 
dent to the complete coordination of transport. In other words, that 
competition and coordination in a single area are incompatible. 


As you say in your editorial, most persons use the phrase, 
“Coordination of all transportation facilities and agencies,” 
loosely and without much real thought as to just what is meant 
by it. Ever since this phrase began to be used, I have been 
endeavoring to find out what the railroads and the shippers’ 
representatives had in mind when they used it. 

I have contended that the only conclusion that could be 
drawn from the testimony of railroad representatives before the 
Senate committee and their statements elsewhere was that the 
motor vehicle should be relegated to the sphere previously 
occupied by the horse and wagon in strictly terminal service 
and that line transportation should be performed by rail. My 
statements have never been challenged and the railroads have 
not made clear what they have in mind, if they have anything 
different, when they talk about “coordinating” rail and motor 
service. 

The only real “coordination” of rail and motor service in this 
country. of which I am informed, is where the railroads have 
substituted motor service for branch line or main line local 
freight service. Certain of the Pennsylvania and New Haven 


Road rail-motor operations are clean-cut examples of this. Ob- 
viously, that is not what the public and the carriers have in mind 
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when they speak of “coordination” because the use of combing 
rail and motor in performing line haul service in no way affects 
independent highway competition and that is what everyhbog 
is talking about “coordinating” with rail service. . 

Every time I hear the term used as you have expressed jt 
“loosely,” I am reminded of that limerick reading: 


A certain young lady of Niger 
Went to ride on the back of a tiger. 
They returned from the ride, 

But the lady inside! 
And a smile on the face of the tiger. 


And the testimony before the Couzens committee leaves y 
doubt as to which form of transport the lady represents, 

With the definition laid down by Sir Robert Donald, whic, 
is clear and concise, I do not see how any other conclusion tha 
that which I have mentioned can be reached. 

There is one point, however, that all those who have talkej 
about regulating highway transportation have carefully avoided 
The transportation act requires the commission to frame rate; 
as nearly as it can that will give the railroads a fair rate (Seq. 
tion 15A). There is no provision of that character with respec 
to water transportation over which the Commission has jurisdje. 
tion under certain conditions. No one has ever suggested that 
if the interstate commerce act is to be applied to highway trans. 
portation, the commission should give it the same protection 
that it is now required to give to the railroads. Now, SuDpose 
the commission is given jurisdiction over both forms of trans. 
portation and is charged with fixing rates so that the railroads 
may earn a fair return, if, and when, business conditions permit, 
and is not required to give such protection to motor carriers— 
would that be fair? On the other hand, how can the commission 
protect the rail carriers’ revenue if they are to authorize com. 
petition with the rail carriers by motor truck companies whose 
business is to take tonnage away from the railroads? 

After all is said, do we not get right back to the fourth plank 
of your “platform” as the first step in reaching a conclusion that 
will be fair to both forms of transportation? If and when this 
is done, the last four paragraphs of your editorial indicate the 
correct course to be followed. 

W. H. Chandler, Manager, Traffic Buraeu, 
The Merchants’ Association of New York. 
New York, Nov. 2, 1932. 


RAIL INCOME STATISTICS 


Class I steam railroads had an aggregate deficit in net in- 
come of $173,892,660 in the eight months ended with August as 
compared with net income of $68,771,272 in the corresponding 
period of 1931, according to the Commission’s monthly state- 
ment on selected income and balance-sheet items prepared from 
carrier reports by the Bureau of Statistics. The income items 
—— in the statement for the eight months, both years, 
ollow: 


Income items 1932 1931 
1. Net railway operating income............ $153,491,886 $355,294,104 
DG IE ccc cicretaeadhsteccneswecanienes 133,876,924 172,037,286 
3. ee re rr 287,368,81 527,331,390 
S. FRE BOP PO SOR ec occ cscccccccsssses 87,976,923 88,349,165 
G. TEGOPORE GORUCCIONS ccscvccsecicroccocces 356,091,025 353,129,292 
i: Gee I « ii 056. 0's.66 sob ocdieeawlsndrs 17,193,522 17,081,661 
4: EE IIE. h.cikvcsscwee ee sedcenees 461,261,470 458,560,118 
I ans 566 6:40. 0560 66525. vensse cess *173,892,660 68,771,272 
9. Dividend declarations from income and 
surplus): ; 
9-01. On COMMON BtOCK.....cccccccccss 53,220,638 192,335,6% 
9-02. On preferred stock.............. 13,177,929 37,256,076 
* Deficit. 


In August the deficit in net income was $15,205,606 as com: 
pared with net income of $15,992,501 for August, 1931. The net 
railway operating income was . $28,567,755 as compared with 
$56,593,045 in August last year. 

The statement also shows total current assets of $994; 
724,532 at the end of August as against $1,309,378,284 at the 
end of August, 1931, and total current liabilities of $995,484,981 
as against $1,013,738,286 at the end of August, 1931. 





Digest of New Complaints 





No. 25449, Sub. No. 7. Texas & Southwestern Cattle Raisers’ Ass0- 
ciation et al., Ft. Worth, Tex. vs. M.-K.-T. et al. 

Unreasonable rules and regulations, edible live stock, points in 
Texas and states bordering thereon, to ponits in Calif., Colo., Tex. 
Okla., Kan. Neb., Ia., Mo., Ill. and intermediate points, because 
combination of rates at present applicable on shipments of live 
stock reconsigned with a change in ownership results in unreason- 
able through charges. Ask reconsignment, diversion and market 
privilege rules as liberal as those in effect on January 4, 1932. 
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to Agriculture— 


The Illinois Central System has always played 
an important part in the development of the 
agricultural resources of the regions it serves. 


Its Agricultural and Colonization Department, 
with a highly efficient staff of trained men, is 
constantly at work: 


Developing and disseminating valuable informa- 
tion regarding the growing of profitable crops 
with relation to markets, soil, climatic conditions 
and seasonal demand 


Aiding the farmer in his efforts towards better 
crops and larger yields 


Offering practical aid to the dairy industry and 
encouraging its development in territory along 
the Illinois Central System 


Lending practical aid through its Colonization 
Department in locating new farmers and advising 
them as to suitable crops, markets and methods. 


The Illinois Central System owns a large number 
of purebred dairy sires, which are loaned free to 
farmers to build up herds in communities where 
dairying is being promoted. 


CENTRAL SYSTEM 
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No. 25449, Sub. No. 8. American National Live Stock Association et 
al., Denver, Colo. vs. Alton et al. 

Unreasonable rules and regulations, prohibiting the market 
privilege (trying the market and/or diversion or reconsignment 
and moving live stock on at the balance of the through rate), 
with change of ownership at public live stock markets in western 
district of United States, including East St. Louis and National 
Stock Yards, Ill. Ask rules and regulations. 

No. a Pan American Feed Co., Kansas City, Mo., vs. C. B. & Q. 
et al. 

Rates in violation sections 1 and 3, animal feed, Kansas City, 
Mo., to points in Ill, Ia and S. D. Competitors at Kansas City, 
Mo., St. Joseph, Mo., and Omaha, Neb., engaged in selling at the 
same destinations competing animal feeds consisting chiefly of 
grain and seed poducts preferred. Asks reparation. 

No. yy J. H. Swisher & Son Co., Jacksonville, Fla., vs. S. A. L. 
et al. 

Rates in violation sections 1, 2 and 3, shipment including wooden 
posts and metal signs, Jacksonville, Fla., to Streator, Ill, be- 
cause rates exceeded those applicable on lumber and related ar- 
ticles. .Asks rates and reparation. 

No. 25613. Allegheny-Seaboard Oil Corporation, Warren, Pa., vs. 
T. & P. et al. 

Unreasonable charges, gasoline, Pecos, Tex., to Belle Chasse, La., 
for export. Asks cease and desist order and reparation. 

No. 25614. Thomas H. Jaggers, under firm name of Thos. Jaggers Coal 
Co., Bridgeton, N. J.. et al. vs. C. of N. J. et al. 
Unreasonable rates, anthracite coal, points in Wyoming, Lehigh 
and Schuylkill regions of Pa. to points in N. J. Ask cease and 
desist order and reparation. 

No. 25615. City of Staunton, Va., vs. C. & O. 

Unreasonable rates and charges, bituminous coal, points on the 
Cc. & O. in W. Va. to Staunton, Va. Asks reparation. 

No. 25616. Frank J. Dutra, Concord, Calif., vs. Southern Pacific. 

Unreasonable rate, feeder cattle, Medford, Ore., to Bay Point, 
Calif. Asks waiver of undercharges and reparation. 

No. 25617. Calliari Bros., Green Bay, Wis., vs. A. A. et al. 

Rates and charges in violation sections 1 and 3, hay, between 
stations in Mich. and O., on the one hand, and stations in IIl., Ia., 
Mich., Minn., and Wis., on the other, as compared with rates 
within and between stations in W. T. L. and Ill. Frt. Association 
territories and Ind. Asks rates and reparation. 

No. 25618. S. Sternberg and Co., Inc., assignee of the David J. Joseph 
Co., Asheville, N. C., vs. B. & O. et al. 

Rates and charges in violation sections 1 and 4, scrap iron 
and/or steel, Asheville, N. C., to Ashland, Ky., New Boston and 
Portsmouth, O. Asks reparation, 

No. ay aoe Angeles Cotton Oil Co. et al., Los Angeles, Calif., vs. 
eo OC SL 

Unreasonable rates and charges, stocker range and/or feeder 
cattle and fat cattle, points in Tex., N. M., Ariz., Idaho and Utah 
to points in Calif. Asks reparation. 

No. ra Rea-Patterson Milling Co., Coffeyville, Kan., vs. St. L.-S. F. 
et al. 

Unreasonable rates, wheat flour, wheat bran, wheat shorts and 
mixed feeds, Memphis, Tenn., to points in Ala. Asks rates and 
reparation. 

No. 25621. Kimberly-Clark Corporation, Niagara Falls, N. Y., vs. 
WN, oo Cy OS OL x 

Unreasonable rates and charges, paper, Niagara Falls, N. Y., 

to Atlanta, Ga. Asks rates and reparation. 
No. 25622. Paul Fortugno trading as Hudson Manure Co., Jersey City, 
N. J., vs. Pennsylvania. 
Rates in violation Sections 1, 3 and 6, manure, Jersey City, N. J., 
y — in Pa., as compared with rates from New York, N. Y. 
sks rates. 


No. 25623. Chandler Davis Co., Lakeland, Fla., vs. A. C. L. et al. 

Charges in violation Sections 1 and 3, citrus fruit, points in Fla. 
on A. C. L. to points in Ky. on Southern, to extent they exceeded 
rate of 93 cents as carried in Glenn’s I. C. C. A727. Asks rates 
and reparation. 

No. 25624. Challenge Co., Batavia, Ill., vs. N. Y. C. et al. 

Rates in violation Sections 1 and 4, wooden tanks, tank material, 
wood staves and heading, Batavia, Ill., to Mechanicsville, N. Y. 
Asks reparation. 

No. 25625. Fred W. Roedter, Duluth, Minn., vs. C. & N. W. 

Charges in violation first three sections, pulpwood, Ashland and 
Michigamme, in Wis. and Mich. and certain intermediate ints 
to Peshtigo, Wis. Competitors in same territory, including Minn. 
preferred. Asks rates and reparation. 

No. a 7 Veneer & Lumber Co., Inc., Jackson, Tenn., vs. 
. C. et al. 

Rates in violation Sections 1, 3 and 4, vegetable, hampers, 
nested, with mixed box material, Jackson, Tenn., to Turn, Calif. 
Alleges Brawley, Calipatrai and Thermal, Calif., preferred. Asks 
rates and reparation. 

No. 25627, M. Fies and R. Fies, co-partners, doing business as Fies & 
Sons et al., Birmingham, Ala., vs. A. G. S. et al. 

Rates and charges in vioation sections 1 and 6, horses and mules 
points in Tex., Okla., Kan., Mo., Ia., Neb., Ark., Ill., N. M. an 
— to Birmingham and Montgomery Ala. Ask rates and repa- 
ration. 

No. 25628. Akron Furniture Co., Akron, O., et al. vs. A. C. & Y. et al. 

Rates, furniture, mattresses and hammocks, Memphis, Tenn., to 
Akron and other points in Ohio, in violation of sections 1, 3 and 4, 
the undue preference alleged being for more distant points. Ask 
rates and reparation. . 

No. 25629, Ingle Brothers’ Broom Corn-Grain & Supply Co., North 
Kansas City, Mo., vs. Mo. Pac. et al. 

Unreasonable rates, broom corn, Mattoon and Charleston, IIl., 

to North Kansas City and Kansas City, Mo. Asks rates and 


reparation. 
No. a - Southern Package Corporation, Hazlehurst, Miss., vs. I. C. 
et al. 


Rates, box material, Hazlehurst and Crystal Springs, Miss., to 
points in Ala., in violation of sections 1 and 3, undue preference 
alleged being for competitors at Mobile, Ala., and New Orleans, La. 
Asks rates and reparation. 

No. 25632. Cudahy Packing Co., Chicago, Ill., vs. O. S. L. et al. 

Rates, sheep, in double deck cars, points in Ida., Utah and Ore. 
to its plant at Los Angeles, Calif., in violation of section 1. Asks 


reparation. 
No. 2seas. : Grace G. Fiittie, Wessington Springs, S. D., vs. B. & O. 
et al. 

Rates, butter, eggs and dressed poultry, Wessington Springs and 
other points in that vicinity to Chicago, New York and other points 
of which Chicago and New York are typical, in violation of sec- 
tion 1. Asks reparation. 
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Questions and Answers 


N this column will be answered questions of both legal and practicy 
mature that confront persons dealing with traffic. A specialist on 
state commerce law, who is a member of our legal department, will gi, 
his opinion in answer to any simple question relating to the law of in 
transportation of freight. traffic man of long experience and wide 
edge will answer questions relating to practical traffic problems. We do no 
desire to take the place of the man but to help him in his work, 
The right is reserved to refuse to answer in this column any question, 
to us unwise to answer or that involves, 
nd of rey ay me herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper fo, 
this column, the department will answer it by letter for a reasonable charge 


Address Questions and Anan Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Conversion—Delivery to Party Shown in Straight Bill of Lading 
to Be Notified Where Consignor Is Named as Consignee 


Texas.—Question: Will you please answer the following 
question and cite any authorities you may have bearing on the 
subject: 

A shipment moved under an open bill of lading shipped by 
“A” consigned to “B” with notation in bill of lading “Notify ©.” 
Was the carrier authorized to deliver the shipment to “C” with. 
out an order from the consignee “B”? 


Answer! The duty of the carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment, or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If the carrier delivers goods to a person 
not entitled to receive them it is liable to the person who is 
entitled to them for conversion, rendering it immediately liable, 
regardless of a subsequent destruction of the goods by act of 
God, and irrespective of its good faith in making the delivery. 
No question of care arises, for in such cases the carrier acts 
at its peril and is liable regardless of negligence. See Utley 
vs. Lehigh Valley R. Co., 141 Atl. 53; Farmers’ Grain & Supply 
Co. vs. Atchison, T. & S. F. Ry. Co., 245 Pac. 734, and Kos- 
cherak Siphon Bottle Works vs. North & East River S. S. Co, 
239 N. Y. S. 351. 


Tariff Interpretation—Application of Rule 24 of Classification 


Louisiana.—Question: Kindly let us have your construction 
of Rule 24 of Consolidated Freight Classification No. 6 in cases 
where double loads are involved, which would bring the case 
within section 7 of Rule 24. 

We have in mind double loads of steel with excess loaded 
on a third car. The question arises as to whether or not the 
portion of the material on the third car is to be handled in 
accordance with rule 24, or whether section 7 requires that 
the third car be moved as a separate unit. 

Answer: A shipment such as you describe is, in our opinion, 
subject to the provisions of rule 29 of the classification, which 
rule provides the basis for the assessment of charges when 4 
carload shipment requires, on account of length, two or more 
open cars. The provisions of rule 24 of the classification do not 
apply when a shipment is subject to rule 29, it being provided 
in section 7 that rule 24 will not apply on freight subject to 
rule 29. 

Freight Charges—Liability of Consignee 


Virginia—Question: A carrier accepted a shipment on al 
order notify bill of lading. The no recourse clause had been 
signed by the shipper. The shipment was consigned to des 
tination “A” with intermediate routing and “A” delivery. 

One of the intermediate carriers refused to accept the 
shipment for “A” delivery because of the congestion existing 
on that line. The originating carrier informed the shipper that 
the shipment could not be handled for this delivery. The 
shipper advised the carrier to change to “B” delivery. The 
change was made and the shipment forwarded as requested, 
but the original bill of lading was not lifted and no notation 
made of the change in delivering carrier. The shipment moved 
as routed and arrived at destination via carrier “B.” The coD- 
signee demanded “A” delivery, as specified in the bill of ladins. 

Is the shipper responsible for the additional charges, 9, 
having signed the no recourse clause in the bill of lading, is 
the consignee responsible, or, is the carrier which authorized 
the change in the delivering carrier, without making the proper 
notation on the bill of lading, responsible for the additional 
charges? 

Answer: In our opinion, where the consignor signs the n0 
recourse provision of the bill of lading, the consignee, by the 
acceptance of the goods, obligates himself to pay the charges 
applicable via the route of movement, regardless of whether the 
shipment moves as originally routed or whether routing i 
structions of the consignor are changed by that party. 
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Mr.Chicago 

Gets his Plant 

Equipment, 
Quickly! 


Drs. CNew York gets 
her grapes, fresh Ee. 


Huge, heavy industrial equipment and 
perishable table delicacies—both travel 
via Erie, swiftly and safely. For Erie has 
the equipment and the facilities to trans- 


port and handle all classes of freight. 


Put your shipments in Erie’s hands 
when you want on-time deliveries in 
good order. There’s an Erie represen- 
tative near you. Consult him—he’s a 


m-i-g-h-t-y good man to know. 
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The remedy of the consignee, if any, is against the consignor 
on the contract of sale. 


Liability of Carrier for Loss of Coal 


Pennsylvania.—Question: Cars of coal originating on the 
line of Railroad X are consigned to point A. On arrival at 
point A they are weighed on consignee’s privately owned scales. 
A shortage is found and car is returned to scales and reweighed 
in the presence of a representative of Railroad Y, which is the 
delivering carrier. A notation is made on scale certificate by 
representative of Railroad Y that car is rounded up and ap- 
parently O. K. Claim is filed with Railroad Y and paid. 


On the other hand, exactly the same commodity originates 
on Railroad Z and is delivered by same carrier; exactly the 
same procedure is followed and when claim is presented carrier 
Z declines same, basing their declination on the principle that 
a mere difference between weights at point of origni and weights 
at destination does not in itself establish a shortage. 

Both carriers are located in trunk line territory and com- 
tend that they are governed by the same code of rules relative 
to settlement of claims. 

Won’t you kindly advise us which carrier is correct and 
method to use in forcing carrier Z to assume their proper 
responsibility? 

Answer: A carrier is liable for the loss of goods resulting 
from its negligence in transporting a shipment and proof of the 
fact that a certain amount of coal was delivered to the carrier 
at point of origin and that a lesser amount was received at 
destination ordinarily makes a prima facie case, the burden 
being upon the carrier to show that the loss occurred from some 
cause for the consequence of which the carrier is not liable. 
See in this connection Smith vs. L. & N. R. Co., 209 N. W. 
465; Davis vs. Zimmern, 99 Sou. 307; Baker vs. Dittlinger Roller 
Mills Co., 203 S. W. 798, and Nye-Schneider-Fowler Co. vs. C. & 
N. W., 282 N. W. 967. 

The latter case, while covering a shipment of grain, con- 
tains a statement of the principles which are applicable in the 
case of loss of coal. 

In the final analysis it is a matter of proof as to whether 
or not there was in fact a difference between the origin and 
destination weights, the carrier being liable upon proof of this 
fact, unless it can show that the shortage was the result of 
shrinkage or some other cause for the consequence of which 
it is not responsible. 


Company Material—Rates On 


Tennessee.—Question: The following situation has arisen 
in connection with handling of company material. The traffic 
originates on a foreign line at origin “A” and moves through 
junction with foreign line at “B,’ where the shipment is re- 
billed to “C.” 

The material is not billed to destination “D” as the pro- 
portion of the through rate A to B is less when shipment is 
billed to “C,’’ than when it is billed to “D.” 

The question is, is it legal to bill company freight short of 
destination in order to secure a cheaper rate up to the junc- 
tion with foreign line? 

Answer: It would appear from the decisions of the Commis- 
sion in Rates on Railroad Fuel and Other Coal, 36 I. C. C. 1, 8; 
Beekman Lumber Co. vs. St. L. & S. F. R. Co., 21 I. C. C. 270, 
273, and In the Matter of Restricted Rates, 20 I. C. C. 426, 434, 
that the line on which the company material to which you refer 
originates cannot lawfully exact anything less than its local 
rate if the material is consigned to the junction point with the 
purchasing carrier, unless the division of a joint rate has been 
lawfully published as applicable to movements to such junction 
point for shipment beyond. 

However, under the decision of the Commission in Tucker- 
ton R. R. Co. vs. Penna. R. Co., 52 I. C. C. 319, the shipments 
could be billed from A to C and then moved as company mate- 
rial from C to D. Out of the rate from A to D the initial car- 
rier would receive its regular division. 

It will be observed, however, that’in the case last cited the 
Commission calls attention to the unusual basis of divisions 
under which the destination carrier received the same division 
out of the rate to the point to which the shipments were billed 
and the rate to the point to which they were moved under 
dead-head billing, although the rate was higher to the latter 
point than to the former point. 

In the instant case the division of the rate accruing to the 
destination carrier for a haul from B to.D is less than for a 
haul from B to C, although the rate to both points is the same, 
which is likewise an unusual situation. The Commission, never- 
theless, in the Tuckerton case, found that the complainant might 
lawfully avail itself of the joint rates to Barnegat, the inter- 
mediate destination, provided the shipments were in good faith 
billed to and hauled to Barnegat, and might thereafter distribute 
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its fuel coal from B to other points on its line as company 
material. 


Damages—Measure of Charges on Duplicate Shipment 


Illinois —Question: When filing a claim for damages ty 
shipment, it is permissible to include an item of the freight 
charges covering such shipment? We are not certain about 
the answer to this, and we would appreciate it if you woul) 
enlighten us. 

We recently made a carload shipment to a point in the East 
and, upon delivery of the shipment, it was noted that several] o 
the items in the carload were considerably damaged. The agen 
at destination authorized the return of these items to our plan 
under dead-head billing; and, while we are not certain, yo 
believe we will be justified in adding the freight charge fo 
sending these items when filing claim. Perhaps you can verify 
this and at the same time cite the ruling that governs such 
cases. 

Answer: Where goods are injured in transportation the 
measure of damages is the difference between the market vale 
at destination in the condition in which the goods were jp. 
ceived and their market value in an uninjured condition. 

In determining the value at point of destination, the unpaij 
freight should be deducted, for, while the shipper is not bound 
to pay freight where the carrier fails to perform his obligation 
to deliver in good condition, yet he should not have the ad. 
vantage of the increased value of the goods due to their trans. 
portation; that is, the shipper is entitled to the net value at 
the place of destination. Marquette, etc., R. Co. vs. Langton, 
32 Mich. 251; Mobile, etc., R. Co. vs. Jury, 111, U. S. 584, 4 S. ct. 
566; R. Co. vs. Olivit, 248 U. S. 574, 37 S. Ct. 468; Waters vs, 
— (Wis.), 186 N. W. 167; Coal Co. vs. R. Co., 192 N. W, 

We know of no decision of the courts which includes in 
the amount of the damages awarded for injury to a shipment 
the amount of the transportation charges, either freight or ex. 
press, on a duplicate shipment. 

The Commission has, in two cases, namely, Larkin Co. vs. 
E. & W. Transportation Co., 34 I. C. C. 106, and I. & S. Docket 
914, Lost and Damaged Freight Replacements, 43 I. C. C. 257, 
had before it the question of the carrier transporting free of 
charge goods shipped to replace lost or damaged articles. 

Apparently, a carrier may lawfully include transportation 
charges, at least freight charges, as an integral part of a claim 
for damage to property, but, as stated above, we are not aware 
of any decision which holds that it must be done. 

If the forwarding of duplicate items had the effect of 
mitigating or equalizing the carrier’s liability for damages in 
the event that duplicate items had not been forwarded, which 
is probably true in most, if not all, instances, the carrier should 
include the amount of the charges, whether freight or express, 
in the settlement of the claim. 

We assume you have reference to charges on goods for- 
warded to replace those injured. 


Tariff Interpretation—Minimum Weights 


Texas.—Question: Will thank you for an opinion on 4 
minimum weight question outlined as follows: A shipper orders 
a 50,000 capacity car which was furnished at Anton, Texas, 
located on P. H. & S. F. Ry., to load kaffir corn. The car is 
billed to Lubbock, Texas, “allow inspection” noted on bill of 
lading. The car was then diverted to Oakland, California, on 
an exchange bill of lading issued by the Santa Fe Ry., routed 
Sou. Pac. Co., at Deming, New Mexico. Freight bill was ret 
dered at destination, based on 51,117 lbs. (actual weight), which 
was followed later with an undercharge bill based on minimum 
weight of 60,000 Ibs., which shipper paid, under protest. He 
further states that order for this kaffir corn was booked by 
his customer prior to loading at Anton, Texas, and the ultimate 
destination was Oakland, California, the stop at Lubbock, Texas, 
was for inspection and grading only. See T. C. F. B. West 
Bound Tariff 1-J, H. G. Toll’s I. C. C. 1257, Item 2000, which cal 
riers use as authority for the 60,000 pounds minimum. : 

It occurs to me that the shippers should not be penalied 
by having to pay this 60,000 pounds minimum. 

A review of the Interstate Commerce Commission Dockets 
18870, 189 I. C. C. 271, and 20166, 147) I. C. C. 532, as furnished 
in Item 2000 indicates that they are very similar in character t 
this question. It is noted in these cases that a 50,000 pounds 
minimum was authoried. 

An opinion from you with other Interstate Commerce Coll 
mission decisions or rulings will be appreciated. 

Answer: If the applicable rate is published in Item 2000 of 
Agent Toll’s Tariff I. C. C. 1257, there is no authority for asses* 
ing charges on the basis of 60,000 pounds, as the item contains 
an exception to the application of a minimum weight of 60,000 
pounds, which exception provides that when cars of less weight 
carrying capacity are furnished for carriers’ convenience the 
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IX to six —seconds only left to 
play. The Blue team has pushed 
across the tying touchdown. The 
players line up in front of the goal 
post to try for the “extra point”. 
Victory depends upon the absolute 
precision of the play. The ball is 
snapped back from center ... it is 
kicked... it goes up... over... 
straight through the goal posts. The 
Blue team wins by the “extra point”. 
Employees of the Norfolk and 
Western Railway, like the members of 
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THE EXTRA POINT 


the victorious Blue team, have been 
trained in “extra point” service. It is 
Precision Transportation— another 
name for the thousand and one extra 
services given to shippers and re- 
ceivers of freight —before, during and 
after delivery. It is “Precision Trans- 
portation” (or “extra point” service) 
that has made the Norfolk and 
Western transportation team supreme 
in the great territory between the 
Virginia Seacoast and the Midwest. 


Ask your nearest Norfolk and Western representative about 
“extra point” service and Precision Transportation. 


NORFOLK AND WESTERN 
RAILWAY 






PRECISION TRANSPORTATION 
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minimum weight is the marked carrying capacity of the car 
furnished. 

This provision of Item 2000 was published in compliance 
with the order of the Commission in Dockets Nos. 18870 and 
ag (Sub. 1), 139 I. C. C. 271, and Docket No. 20166, 147 I. C. C. 

2. 
Store-Door Delivery 


Iidaho.—Question: Referring to North Pacific Coast Bureau, 
Agent Henry’s 66-A, I. C. C. 360, Local and Joint Freight Tariff, 
covering competitive truck rates from distributive point Spokane, 
Washington, to points in Washington and Idaho. Would it be 
permissible and lawful for the railway company to insert a 
clause to the effect that in addition to the pick-up and delivery 
service, as offered, they would make an allowance to consignees 
performing their own pick-up service at specific points, an 
amount, in this instance, equal to 5 cents per hundred for per- 
forming their own pick-up service? This allowance to be paid 
on presentation of expense bills at end of each month or daily 
in bill form. 

I would appreciate your opinion as to whether or not this 
would be a vioation of Sections 2 and 3 of the act, providing 
that the allowance is granted to all consignees at the mentioned 
points. I was of the opinion that this would be practically the 
same as an allowance granted to industries performing their 
own switch service. 

Answer: While we can locate no case in which the Com- 
mission has directly passed upon the legality of such an ar- 
rangement as you describe, certain statements of the Commis- 
sion in Absorption of Drayage Charges, 128 I. C. C. 405, seem 
to indicate that there is no illegality in the arrangement, unless 
discrimination results. 

See, in this connection, the decision of the Commission in 
Rules Covering Freight at Bennettsville, S. C., 157 I. C. C. 277, 
in which the Commission found justified proposed schedules 
providing for delivery and collection of certain interstate ship- 
ments of less-than-carload freight at Bennettsville, S. C. 


Reopening of Claim for Damages—Absence of Accord and Satis- 
faction Condition Precedent 

Nebraska.—Question: The present form of bill of lading 
contract provides that loss and damage claims be filed within 
9 months after the delivery of the shipment, and that suit 
must be filed within two years. 

Is it your opinion that a claim filed and settled within the 
prescribed nine months’ period may be reopened for correction 
after the nine months’ period for filing the original claim has 
expired? Is it your opinion that the claimant can only force 
the reopening of the claim through filing suit? 

Answer: Unless there exists an accord and satisfaction in 
the settlement of your claim by the carriers there is no bar 
to a suit for the additional amount you claim, if suit be filed 
within the time stipulated in the bill of lading. There is, how- 
ever, no other way to enforce a demand for an additional 
amount as damages for loss of, or injury or delay to goods, 
after the voluntary settlement of a claim by a carrier. 

Whether there was an accord and satisfaction depends upon 
the circumstances attending the settlement of the claim. 

An accord is an agreement, whereby one of the parties un- 
dertakes to give or perform, and the other to accept in satis- 
faction of a claim, liquidated or in dispute, and arising either 
from contract or from tort, something other than or different 
from what he is or considers himself entitled to, and a satisfac- 
tion is the execution of such agreement. Banker’s Union of 
World vs. Favaloca, 73 Nebr. 427, 102 N. W. 1013; Way vs. 
Russell, 33 Fed. 5. 

An essential element to sustain an accord and satisfaction 
of an unliquidated or disputed claim by the giving and acceptance 
of a less sum of money than that claimed, and nothing more, 
is a bona fide dispute or controversy. Here the consideration 
consists in the mutual concessions of the parties, and it may 
be added that it is the only consideration. 

As is the case with other contracts an accord and satis- 
faction requires an agreement, an aggregatio mentium, and it 
must finally and definitely close the matter covered by it. 
Nothing of or pertaining to that matter must be left unsettled 
or open to further question or arrangement. If the obligation 
sought to be extinguished arises from contract it requires the 
substitution of a new agreement in the place of the old one, 
and if the obligation arises in tort, the substitution of an original 
agreement in its place. The agreement need not be expressed, 
. but may be implied from the conduct and from the circumstances 
of the parties. 

It is not necessary that the agreement be in terms or 
essence what is technically regarded as a compromise; it is 
sufficient if the act of the parties be in legal substance a 
settlement and a consequent payment of an amount which by 
reasonable intendment is to be regarded as a payment of the 
demand. 
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To constitute a valid accord and satisfaction it ig 
essential that what is given or agreed to be performed shy 
be offered as a satisfaction and extinction of the original & 
mand; that the debtor shall intend it as a satisfaction of suq 
obligation, and that such intention shall be made known to ty 
creditor in some unmistakable manner. It is equally essentiy 
that the creditor shall have accepted it with the intention thy 
it should operate as a satisfaction. Both the giving and ty 
acceptance in satisfaction are essential elements, and if the 
be lacking there can be no accord and satisfaction. The jp 
tention of the parties, which is of course controlling, must }y 
determined from all the circumstances attending the tray 
action. 


Routing and Misrouting—Conflict Between 
Shown in Bill of Lading 


Maryland.—Question: Recently we tendered a bill of lag. 
ing to a carrier at Point X, final destination Point Y, routej 
Carrier A to Junction 1, Carrier B to Junction 2, Carrier C t 
Junction 3, and Carrier D beyond, and stipulated a rate of $6.41, 
The agent signed the document without taking exception, by 
a day or two later advised us that the general offices of Carrie 
A stated that they could not protect the above route in conne. 
tion with the rate, because of the fact that Carrier A had direc 
connections with Carrier D and the traffic should move yi 
Chicago. 

The tariff containing the rate and route is P. R. R. G, 0; 
I. C. C. 14408, and the specified route from point of origin t 
destination in this case is simply as follows: “P. R. R., Pitts 
burgh, Pa., P. R. R. Western Lines.” While we assume that 
under this routing it was intended that the originating carrie 
should receive their maximum haul, yet if they claim they make 
delivery direct te the terminal line this will not hold, because 
of the fact that the terminal line does not indicate junction 
point with the originating carrier as per R. E. Q. I. C..C. 235, 

It is our contention that so long as the originating carrier 
receives the part of haul as is so indicated in the tariff, and 
so long as all of the carriers named in the bill of lading are 
participants to the tariff that the route as specified in the bill 
of lading is properly applicable. 

Answer: In the absence of specific routing from point of 
origin to final destination the joint through rates published in 
a tariff apply via all reasonable routes composed of lines parties 
to the tariff. Finch Bros. vs. C. St. P. M. & O., 123 1. C.¢. 
541; Central Commercial Co. vs. A. T. & S. F. Ry. Co., 1 
I. C. C. 689; McGowen Foshee Lumber Co. vs. A. F. & G., % 
‘C..€.. 4. 

In the event there is no specific restrictions in the tarif 
against the route specified in the bill of lading the rate must 
be applied. The contention of the carrier that the rate applies 
via Chicago is no doubt based on the fact that, a connection is 
made between the initial and terminal carrier through a switch 
ing line. 

Where a shipper shows routing instructions in a Dill of 
lading and a rate which does not apply via the, route shown in 
the bill of lading, it is the duty of the initial carrier to ascer 
tain whether the shipper desires to forward the shipment via 
the route composed of the lines shown in the bill of lading, at 
the rate applicable via that route, or desires the shipment for 
warded via a route over which the rate shown in the bill of 
lading applies. Where a carrier fails to do this and the ship 
ment moves via the route specified in the bill of lading, the 
carrier is liable for misrouting and must protect the rate shown 
in the bill of lading. Altitude Petroleum Co. vs. Ft. W. & D. 
C. R. R. Co., 118 I. C. C. 572. 

Liability of Carrier for Loss of or Injury to Live Stock 

Kansas.—Question: I would thank you to advise if there 
have been any decisions rendered by the courts or the Inter 
state Commerce Commission covering the following: : 

There was shipped from a point in Kansas to a California 
point a double deck carload of hogs which arrived at destination 
with 19 hogs short and the live hogs in bad condition, for which 
the consignee deducted $1.00 per cwt. on the second grade hogs, 
and 10c a hundred on the first grade hogs, account of the 
crippled condition and sick condition they were in. Claim was 
filed with the carrier involved in the movement for the 19 hogs 
short and for the loss in price, and investigation develop 
there were seven dead hogs removed from the car and a post 
mortem was conducted by a registered U. S. veterinarian who 
attributed the loss of these seven hogs to hog cholera at oé 
point en route. The carrier has declined the payment of aly 
part of the claim, offering the contention that the other 12 p& 
sibly died of the same cause and that this would have a te 
dency to diminish the price which would be paid by the © 
signee. 

Our belief is that the entire loss could not be attributed 
to this one cause, as there are always some dead hogs remove 
from cars en route for which the carriers pay claims. 
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T Twelfth Boulevard and Washington 


Avenue—center of St. Louis’ develop- 






of ment activity, where retail and wholesale 

1 in shopping districts meet—is now located the 
o remarkable Illinois Terminal Railroad System 
a station and industrial loft building. 

for Adjoining is the downtown hotel district. Close 
at by is the civic center with its new Plaza, and the 
~ financial district. Within a few blocks are the 
on new homes of the St. Louis Globe-Democrat and 
D. the St. Louis Star and many other new business 


buildings. Altogether here is one of the choicest business 
locations in the city. 

Thirty feet underground the quiet, electrified lines of 
i the Illinois Terminal Railroad System carry fast freight 
nia and passenger traffic over the McKinley Bridge to the 


- East, with car-movements interchangeable with all other 
g5, railroads. The latest ideas in rapid loading and un- 
he loading of cars are being utilized. Storage and han- 
- dling of freight is concentrated on the lower floors; the 
i upper floors reserved for manufacturers and distributors. 


MIDWEST 
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The NEW Distribution Center 


forST. LOUIS 


and the Great Territory 
It Serves 


All trucking costs on in-or- 
out-bound less-than-carload 
rail shipments are elimi- 
nated. Offices and stock 
rooms may be combined 
under one roof without 
sacrificing desirability of 
location for either. The 
mammoth loft and ware- 
house facilities avail- 
able make this building 
an ideal headquarters for merchandise distribution 
throughout the whole midwest territory. 

Besides the increased facilities and expedited serv- 
ice to be rendered, this new development opens an 
industrial territory not heretofore served by rail trans- 
portation. It adds another link to the great chain 
of St. Louis’ merchandise distribution advantages. 
Write for detailed information. Address the Mipwest 
INDUSTRIAL TERMINAL Co., 1221 Locust St., St. Louis, 
Phone Central 5300. 
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Answer: The courts and not the Interstate Commerce (oy, 
mission have jurisdiction over claims for damages regy} 
from loss of or injury to goods which is not the result of a 
violation of the Interstate Commerce Act. 


The carrier assumes the same responsibility for the sap 
carriage and delivery of animals as in the carriage of Other 
kinds of property, except from injuries resulting from the 
nature, habits, propensities, viciousness, or other inherent qua), 
ities of the animals. 


According to the weight of authority, where it is show 
that live stock not accompanied by the shipper was delivereg 
to the carrier in good condition and that it was not delivered 
or was received at destination in bad condition, the burden js 
on the carrier to show that the loss or injury was not the reguj 
of its negligence (Cincinnati, etc., R. Co. vs. Veatch (Ky.), 17 
S. W. 89; Louisville, etc., R. Co. vs. Cecil (Ky.), 159 S. W. 699: 
Louisville, etc., R. Co. vs. McClintock (Ky.), 152 S. W. 959. 
Illinois Central R. Co. vs. Word (Ky.), 147 S. W. 949; R. Co, 
vs. Hunter, 214 S. W. 914). In some decisions the rule ig laig 
down even more broadly, it being stated that proof that liye 
stock delivered to the carrier was lost or injured while in its 
possession throws on the carrier the burden of showing that 
the loss or injury was not due to negligence. However, the 
carrier will be relieved from liability if it can show that it has 
provided all reasonable means of transportation, and has exer. 
cised that degree of care in transporting the property which the 
nature of the property requires. It need not go further and 
make a specific explanation as to how the injury occurred, 


An important limitation on the foregoing principle, recog. 
nized by some decisions and perfectly sound in principle, js 
that where a recovery is sought for the sickness of live stock in 
transit, or from death resulting from sickness, the burden js 
on plaintiff to prove the carrier’s negligence. Louisville, etc, 
R. Co. vs. Warfield (Ky.), 98 S. W. 313; Louisville, etc., R. Co, 
vs. Crane (Ky.) 49 S. W. 787; R. Co. vs. Taylor, 205 S. W. 934. 


A number of decisions seem to be squarely opposed to the 
foregoing view and hold that inasmuch as the carrier is not 
liable for the death of animals during transportation due to 
natural causes or to their inherent vice or natural disposition, 
mere proof that the animals died after delivery to the carrier 
and before the end of the transportation is not sufficient to 
establish liability, but the evidence must further show that the 
loss was due to human agency. No presumption of negligence, 
it is said, arises against the carrier from mere injury as arises 
in the case of inanimate objects. But where this view pre 
vails it is said that the burden is sustained by very slight 
proof, and may be established by collateral circumstances afford 
ing a reasonable inference of negligence on the carrier’s part. 


Loss or injury due to want of vitality or sickness of the 
animals is not chargeable to the carrier, unless he has in some 
way been at fault. Hanley vs. Chicago, etc., R. Co. (Iowa), 134 
N. W. 417; Baltimore, etc., R. Co. vs. Dever (Md.), 75 A. 352; 
Baker vs. Missouri, etc., R. Co. (Tex.), 121 S. W. 907. 


There is no conclusive presumption that the death of all of 
the hogs which died and presumed poor condition of the balance 
was due to the cause which resulted in the death of those 
examined by the veterinarian, although the fact that certain of 
the hogs died from this disease is a circumstance to be given 
consideration in determining the liability of the carrier. 

We have been unable to find a case similar in facts. 

Freight Charges—Liability for 

Florida.—Question: A shipment of one car of lumber is 
made to an interstate destination, on April 11th, 1932, and de 
livered consignee without the carrier collecting the freight 
charges, although shipment was billed collect. 

After receiving the shipment without paying the freight 
charges the consignee went into bankruptcy. 

The carrier did not notify the shipper of failure to collect 
the charges until Sept. 15th, 1932. 

This failure to promptly advise consignor, in our opinio, 
is an act of negligence on the carrier’s part, which should re 
lieve the shipper from liability for charges, for had shipper 
been promptly notified he could have taken action against © 
signee and collected the charges before he went into bankruptcy, 
or could have included this in his claim against the bankrupt, 
put the late date of this information destroyed any remedy 
shipper had to save himself. 

It is our understanding that the carrier should not have 
extended more than ninety-six hours’ credit to consignee, if hé 
was on the credit list, and then should have promptly notified 
the shipper. 

Instead of this carrier waited from April to September. | 

Please advise if under the circumstances the consignor }§ 
still liable for the charges. 

The shipper did not sign Section 7 in the bill of ladiné, 
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Ship ‘Through the PORT 
7 SERVICE 1 ECONOMY 





i i BURG 
The Camden Marine Terminals, on the BARRIS 


Delaware River opposite Philadelphia, 


are demonstrating daily that their de- oHILADELE ra ie 





pendable service has passed the experi- 
mental stage. This entrance to the great 
eastern markets offers steamship com- 
panies, shippers and distributors the 
most modern equipment for the handling 
of freight with the utmost economy, safety 


and dispatch. 


The quay wharf provides for docking with- 
out tugs. Five ocean-going cargo carriers 
can be berthed and worked simultane- 
ously. The terminals are served by both 
the Reading and Pennsylvania railroads— 
direct transfer ship to rail and rail to ship. 
The 20 acres of open storage is unquestion- 
ably one of the most desirable lumber 


distribution yards in the east. 


Use our facilities to reduce your trans- 
portation costs and speed up deliveries. 
Write for booklet which contains detailed 


® . e + ° di 
information and tariffs. ee = — 


CAMDEN MARINE TERMINALS 


- OPERATED BY SoutH JERSEY Port ComMISSION 
J. Alex Crothers, Genera/ Manager 


CAMDEN NEW JERSEY 
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requiring carrier to look only to consignee for the charges. 

Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation of 
the bill of lading referred to in Section 7. L. & N. vs. Central 
Iron & Coal Co., 265 U. S. 59, 44 S. Ct. Rep. 441. On the other 
hand, the consignee, by acceptance of the goods, becomes liable 
for the full amount of the freight charges whether they are 
demanded at the time of delivery or not until later. P. C. C. & 
St. L. Ry. Co. vs. Fink, 250 U. S. 577, 40 S. C. Rep. 27. 

The contract of the consignor and that of the consignee 
are not considered to be inconsistent with each other; each is 
an original contract based on a sufficient consideration. 


In the decision of the Supreme Court of the United States 
in the case first above mentioned, there are numerous expres- 
sions which seem to point to the conclusion that the consignor 
can be held for an undercharge, unless it appears from the 
bill of lading or otherwise that the carrier did not intend to 
look to the consignor for its charges. 

As the court points out, the consignor may, under the pro- 
visions of Section 7 of conditions and clause on the face of 
the bill of lading, relieve himself of all liability for freight 
charges. 

There has been no decision of the Supreme Court which is 
directly in point; that is, one which decides definitely that a 
bill of lading which names one party as the consignee and 
another party as the consignor and in which the no recourse 
provision has not been executed, does or does not release the 
consignor from liability for all or any part of the charges, if 
the goods are delivered to the consignee without collection of 
the full amount of the freight charges. There are, however, 
decisions of the state courts and the federal courts, other than 
the Supreme Court of the United States, which hold the con- 
signor liable in any event. See Western Maryland Ry. Co. vs. 
Cross, 122 S. E. 572; Mellon vs. Stockton & Lampkin, 30 S. W. 
(2d) 974; United States vs. United States Steel Products Co., 
22 Fed. (2d) 547; Maryland Casualty Co. vs. Ohio River Gravel 
Co., 20 Fed. (2d) 514; N. Y. C. R. Co. vs. Stanziale, 143 A. 834; 
Grand Trunk Western R. Co. vs. McKris, 255 N. Y. S. 443. 
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Personal Notes 





Benjamin H. Dally, general freight agent of the Penny). 
vania, at St. Louis, was retired on the roll of honor October 3 
He had been in active service with the company for more thay 
fifty years. 

Arthur H. Lawson, freight representative, Merchants’ ang 
Miners’ Transportation Company, in Boston, died at his home 
in Melrose, Mass., Nov. 5. He had been in transportation wor; 
since 1886. 

L. W. Watson, manager of the Southeastern Demurrage and 
Storage Bureau, has been elected manager of the Southern 
Weighing and Inspection Bureau, to succeed I. G. Markey, who 
resigned. 

J. M. Zachara, formerly traffic manager, Magor Car Corpora. 
tion, has been appointed traffic manager of the recently created 
Paterson (N. J.) Chamber of Commerce Traffic Bureau. 

H. Lew Webb has been appointed assistant to the presi. 
dent, College of Advanced Traffic, Chicago. D. MacL. Miller has 
been appointed personnel director. 

Robert E. O’Rourke, New Orleans, general manager of the 
American Overseas Forwarding Company since its establish. 
ment in 1919, has established his own forwadrnig business, fol. 
lowing a decision of stockholders of the company to liquidate 
the assets of the Overseas. He is president of the New (Or. 
leans Traffic Club. Business offered at New Orleans will be 
handled by A. E. Hegewisch, Inc. 

Eugenius H. Outerbridge, of the firm of Harvey and Outer. 
bridge, New York exporters and importers, and chairman of the 
Port of New York Authority from 1921 to 1924, died Nov. 10, 
He was seventy-two years old. 

J. C. Wells has been appointed traffic manager, Pennsyl- 
vania Rubber Company of America, Inc., at Jeannette, Pa, 
For twenty years he was traffic manager of the Philadelphia 
Rubber Works Company, Philadelphia and Akron, before that 
company was absorbed by the B. F. Goodrich Company. He 
resigned from the latter to accept his new position. 







You will find the P. & P. U. Railway rendering extremely 
efficient service and cooperation to shippers who appreciate 


rapid transit of their merchandise. 


Peoria is also a rate breaking point which gives it con- 
siderable advantage over other cities in the mid-west in the 


matter of freight rates. 


SWITCHING SERVICE BETWEEN THESE SIXTEEN CARRIERS: 


Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Rail- 


Peoria and Pekin Union Railway Company 
Alten R. R. 

Atchison, Topeka & Santa Fe Railway Company 
Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 


way Company 


PEORIA AND PEKIN UNION RAILWAY 


Illinois Central Railroad Company 
Illinois Terminal R. R. System 
Inland Waterways Corporation 


Route your 
Bills of Lading 


—_— — 
FE = 
viaP.& P.U.and © 
P. a Illi e -_ 
Minneapolis & St. Louis Railroad Company 
New York, Chicago & St. L. R. R. Co. (L. E 

& W. Dist.) 

Pennsylvania Railroad 


Peoria Terminal Company 
Toledo, Peoria & Western Railroad 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Ifinois 
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Did someone say 


DEPRESSION 


More cotton has been exported this season 
than any year in the history of Houston. 


2,700,000 BALES 


have moved out of Houston wharves this 
last year, breaking the all-time high record 
set in the boom days of 1926-27. 


With low rates still prevailing on cotton 
to Europe and the far East the present 
season promises to make even greater 
records. 


IF YOU'RE SHIPPING 


COTTON 


Remember 


HOUSTON IS THE WORLD’S FIRST 
COTTON PORT 


HOUSTON IS THE WORLD’S LARGEST 
SPOT COTTON MARKET 


HOUSTON ENJOYS PREFERENTIAL 
RATES FROM ALL SOUTHWEST- 
ERN STATES 


HOUSTON PORT COSTS ARE LOW 


HOUSTON IS SERVED BY 19 RAIL- 
ROAD AND 67 STEAMSHIP LINES 


SHIP COTTON 
through 


HOUSTON 


The Cotton Port of the World 
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Doings of the Traffic Clubs 


iii 


The fourteenth annual banquet of the Traffic Club of Kak. 
mazoo will be held at the Columbia Hotel Nov. 15. It wil] be 
known as “Transportation Evening,” and George C. Smith, gen- 
eral traffic manager, M.-K.-T., will be the principal speaker, ij, 
subject will be “New Transportation Problems.” E. C. Nettles 
traffic manager, Postum Cereal Company, will be toastmaster, 









A dinner-dance was given by the Traffic Club of New Yor 
in its club rooms in the Park Central Hotel election night, Noy, 
8. The nominating committee has presented its selections fo; 
office as follows: President, R. P. Bird, general agent, freight 
department, Santa Fe; vice president, Milton P. Bauman, indus. 
trial traffic manager, and J. W. Roberts, perishable traffic map. 
ager, Pennsylvania; secretary, R. H. Goebel, manager of the 
traffic department, Rubber Manufacturers’ Association;  treas. 
urer, Dabney T. Waring, traffic consultant; board, George ¢, 
Lucas, director of transportation, National Publishers’ Aggpo. 
ciation; Frank Rich, traffic manager, J. C. Penney and Com. 
pany; A. J. Seitz, general agent, Union Pacific. 





At its annual meeting at the Newark Athletic Club Nov. 7 
the Traffic Club of Newark elected the following officers: Pregj. 
dent, Eric E. Ebert; first vice president, John T. Sasso; second 
vice president, Earl C. Fuller; board, L. J. Horton, A. McNeill, 
and J. B. Curry. The retiring president, Clarence E. Tinney, was 
presented with a grandfather’s clock as a token of the club’s 
esteem. In thanking the members, Mr. Tinney reviewed activ. 
ities of the club, particularly stressing the work of the educa- 
tional committee. 





The speaker at the tenth annual dinner meeting of the 
Transportation Club of Evansville, to be held at the Hotel 
McCurdy Nov. 16, will be William H. Bremner, president and 
receiver, M. & St. L. Henry J. Dentzman, assistant general 
freight agent, C. & E. I., will be toastmaster. 





The Traffic Club of Chicago will have a card party and 
dinner dance in its club rooms the evening of Nov. 17. 





The Transportation Club of St. Paul, in conjunction with the 
St. Paul Junior Association of Commerce, Shrine Booster Club, 
and Lions Club, held its fourth armistice luncheon at the Hotel 
Lowry Nov. 11. Captain Frank H. Roberts, United States Navy, 
spoke on “America’s Responsibility to the Armistice.” 





The Traffic Club of Houston will hold its annual “Birthday 
Party” at the San Jacinto Inn Nov. 14. There will be dinner 
and dancing. At a luncheon of the club Nov. 22, at the Rice 
Hotel, E. L. Williams, traffic manager, McKesson-Southern Drug 
Company, will have charge of the program. The annual meet- 
ing and election is set for the second Tuesday in December. 





A luncheon meeting of the Traffic Club of St. Louis will be 
held at the Jefferson Hotel Nov. 14. There will be community 
singing. 





The next meeting of the Grand Rapids Transportation Club 
will be held at the Y. M. C. A. Nov. 17. M. P. Gamber, instruc 
tor in the Junior High School, will speak on “Business.” 





William Henry Moore, M. P., formerly chairman of the 
Canadian Federal Tariff Board, was the speaker at the annual 
“industrial” dinner of the Transportation Club of Toronto a 
the Royal York Hotel Oct. 27. His subject was “Moving 
Matters.” 





Election of officers was held by the Alumni Association o 
the Traffic Managers’ Institute, New York, at a meeting Oct. 28 
at the Merchants’ Association. The following were elected: 
President, John W. Gilius, traffic manager, T. R. Goodlatte and 
Sons, Inec.; vice president, Joseph S. Christman, commercial 
agent, National Freight Company; secretary, A. S. Bailie, com 
mercial agent, Merchants’ and Miners’ Transportation Cot 
pany; treasurer, C. V. Cangene, traffic manager, Eimer ai 
Amend. W. C. McKenna, commercial agent, New York and 
New Jersey Steamboat Company, and L. J. Wadsworth, assistant 
traffic manager, Hills Bros., were elected to serve three-yeal 
terms on the board of governors. Two speakers were heart. 
They were William Connell, traffic manager, New York Port 
Authority, whose subject was “The New Inland Terminal No. 



















































November 12, 1932 The Traffic World PAGE 947 
Ee 


“Opportunity Awaits You Along the C. & O.” 
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HUNTINGTON, W. VA. 


THE FRIENDLY CITY 
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Sixty-two years ago, a new city was staked out in the West Virginia 





hills. Six decades later, the country awoke to the realization that 





here was the largest city in West Virginia—industrially important, 






amazingly rich in natural resources. 
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The story of Huntington today is one of vigorous American pro- 






gressiveness. For Huntington has built itself upon the initiative, 






reliability, and capacity of a population that is 98% native born. 






- Toestimate Huntington’s value as a market, the business man must 






know certain basic facts. The people, predominantly American, 
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are home-owners—able to acquire those commodities which add 






to the pleasure of living. Two factors assure this—diverse indus- 





tries, and resources. The payroll of industry totals $15,500,000 a 






year—contributed by 156 manufacturers, representing the furni- 





ture, glass, garment, monel metal, and 65 other industries. 
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Depression in a few of these still leaves many untouched. This 






protects the employees’ income, while the wealth of resources 






(coal, gas, petroleum, glass, sand, lumber, tobacco, fruit) 
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protects the future of his employer. 






Climate and geography combine to make Huntington a 






good home for industry as well as people. Situation in 





relation to eastern, mid-western, and southern markets 






ity . . . . ° . 
» makes it an important distribution point. 


The Chesapeake and Ohio is closely linked to this West 
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A Virginia metropolis, the city itself being founded by 


; one of the former C. & O. presidents. C. & O. shops are located 
é 
al here. And C. & O. service figures prominently in the day-to-day 
at 
1g activity. As a market for American business, as a location for 


_ industry, as a leading member of America’s family of cities, 


of ° ° ° . ° ° 
08 Huntington—the Friendly City—merits careful consideration. 
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‘THE ROAD THAT SERVICE BUILT’? 
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ONE LINE, ON TIME ALL THE WAY 


ow that the 






election is past and business 






again resumes its upward swing, 






avail yourself of the facilities 






and service of the Santa Fe 






Railway for shipping to and 







from the West and Southwest. 





Phone your local Santa Fe freight 






representative for whatever 






service or information you need. 






He will be pleased to help you. 











Ship via 


SANTA FE 
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1,” and W. P. Howe, Johnson and Higgins, Inc., insurang 
brokers, whose subject was “Marine Insurance.” Motion Dig 
tures of the new inland terminal were shown. The annua] dip 
ner dance will be held at the Park Central Hotel Dec. 3, 

next general meeting will be held Nov. 25, in the Woolwort 
building. 


Speakers and their subjects at a meeting of the T 
Study Club of Akron announced for Nov. 14 at the Mayflowy 
Hotel are as follows: H. A. McFarland, L. A. Sproles Mot, 
Freight Lines, “Rail, Motor, and Water Transportation”; } 4 
Lippold, district freight agent, Pennsylvania, “New Method y 
Delivery in New York City,” and J. J. King, chief of the tari 
bureau, A. C. & Y., “Changes in Classification.” 


The monthly dinner of the Traffic Club of Philadelphia x 
the Bellevue-Stratford Hotel Nov. 14 will be in the form of, 
reception for all ex-presidents of the club and an Armisti« 
Day celebration. Lieutenant Frank Schoble, Jr., will be th 
speaker. 





The annual dinner dance of the Columbus Transportatio, 
Club will be given at the Athletic Club of Columbus Noy, 1) 





Loyalty to one’s job was recommended to members of th 
Traffic Club of Jacksonville at a meeting Nov. 7 by J. C. Sellers, 
editorial writer of the Jacksonville Times-Union, who was the 
speaker. It was announced that the annual winter dinner anj 
dance would be held at the Mayflower Hotel Dec. 10. 





The regular meeting of the Traffic Club of Denver will be 
held at the Daniels and Fisher’s Tea Room Nov. 18. A ken 
party will follow dinner. 





The annual dinner of the Canton Traffic Club is scheduled 
for Dec. 6. 





The Los Angeles Transportation Club gave an “Inaugural 
Dinner Dance” at the Hotel Alexandria the evening of Nov. 10. 
Frank E. Scott, freight traffic manager, Southern Pacific, was 
master of ceremonies. Selections by the Transportation Club's 
Glee Club were included on the program. 





An “Election Jamboree,” in the form of “open house,” was 
given by the Traffic Club of Minneapolis in its club rooms in 
the Nicollet Hotel Nov. 8. A special Armistice Day program 
was presented at a luncheon Nov. 10, the program being under 
the auspices of the Giant Valley Post of the American Legion. 
A. A. Sturdevant, past commander, was the speaker. 





The speaker at the thirteenth annual dinner of the Trans 
portation Club of Decatur to be held at the Hotel Orlando Nov. 
29 will be Walter S. Franklin, receiver of the Wabash. E. RB. 
Bardgett, general traffic manager, Western Maryland, will be 
toastmaster. 





An “Election-Stag” was held by the Traffic Club of Dallas 
at the Adolphus Hotel Nov. 8. Dinner was served. 





“New Members’ Night” was held by the Pacific Traffic Asse 
ciation at the Palace Hotel, San Francisco, Nov. 8. The nom 
inating committee presented its report, and information about 
the Christmas “Jinks” to be held at the Elks’ Club Dec. li 
was given. 





The monthly meeting of the Omaha Traffic Club at the 
Chieftain Hotel Nov. 17 will be known as “Barnsdall Night.’ 
The program will be presented by the local office of the Barts 
dall Company. 





W. H. Chandler, manager of the traffic bureau, Merchants 
Association of New York, was the speaker at a dinner meet 
ing of the Bridgeport Traffic Association at the University Club 
Nov. 10. 





Officers were nominated at the weekly luncheon of tle 
Oklahoma City Traffic Club at the Oklahoma Club Nov. 7. The 
annual dinner dance has been set for Dec. 14. 





A nominating committee was elected at the regular lunche0! 
of the Traffic Club of Kansas City at the Muehlbach Hotel 
Nov. 7. 





An illustrated lecture on “Air Conditioning of Passens¢ 
Equipment” was presented at the monthly meeting of the 
York Traffic Club at the Yorktowne Hotel Nov. 10. Tie 
speakers were I. C. Baker, manager of the air conditioning divi 
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UNITED 
AIR LINES 


AIR PASSENGER SERVICE—Frequent service with 
multi-motored planes to 137 cities in 38 states (see map) 
at fares that are now one-half what they were years ago. 


PAGE 949 


The Traffic World 


Regular Freight and Passenger Service 


Fastest coast-to-coast. Let us plan your trip. Any BETWEEN 
United Air Lines office will work out time and money 
saving itineraries on the quickest air or air-rail New York, New Orleans, Boston and San Francisco 
wh. schedules. x xX 
te AIR EXPRESS SERVICE—Effective November 5, the — 
Air Express Division of the Railway Express Agency Cuba, Jamaica, Panama, Colombia, Costa Rica, 


rtation 


again reduced its rates, which are now, in many in- 
stances, only one-third of what they were two years ago. 


Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 


lov, 17, x X X 
ai AIR MAIL SERVICE—Arrives first—delivered first— Weekly service with transshipment at Cristobal (Canal 
Sellen read first. 8 cents first oz. 13 cents each omens 0z. Zone) to West Coast Ports of Central America, South 
‘as the iim UNITED AIR LINES, General Offices, LaSalle-Wacker Bldg., Chicago America and Mexico at differential rates. Through 
er and ims : Regional Offices: bills of lading to all points. 
Momeni ponet os } New Yerk City Shipments to El Salvador handled expedi- 
. be /| % . Roy 36 W. 40th St. tiously via Puerto Barrios, Guatemala and. the 
| eas i “oy a aS. A K Ci s : P 
a ee ieee on a ton ie. International Railways of Central America. 
Fs ’ p: —_—e For Rates and Other Information Address: 
eduled Av as J 512 W. 6th St. F 
pe REIGHT TRAFFIC DEPARTMENT 
ial — Y om 400 So. Michigan = Pler 8, Nerth River, New York, N. Y. 
“¢: =m — ~y Avenue (Pcmear | 1001 Fourth 8t., 110 W. Washington 8t., 
wv. 1, ( N a EL) > San Franciece, Call. Chicago, tl. 
, Was = San Francisco eres Long Wharf, 821 St. Charles 8t., 
Club's 320 Geary St. Becton, Mase. New Orleans, La. 


45,000,000 MILES FLYING EXPERIENCE General Offices: One Federal Street, Boston, Mass. 


@ RANDOLPH ST. Ship by this 


2 EGHICAGO 


SINGT 
SINGTON @ Denotes Interchange with Railroads named 


ap 


Map shows route of Chi- 
cago South Shore & 
South Bend R. (The 
South Shore as) and 
principal points of direct 
connection with trunk 
railroads. Three belt sys- 
tems serving the Chicago 
Grea give switching con- 
nection with all railroads 
entering Chicago. 


features commend the South Shore Line 
to shippers everywhere. For complete 
information, write Wm. Petersen, traffic 
manager, Chicago South Shore & South 
Bend Railroad, 72 W. Adams Street, 
Chicago. 


Whether your shipment be destined for 
@. point in the territory shown or some- 
where beyond, the South Shore Line can 
serve you well. The map reveals possi- 
bilities for time saving through direct 
connections, eliminating delays in classi- 
fication yards. Route your shipments 


by it. 

Fast, frequent schedules, electrical INT 
operation, connections with all railroads SOUTH SHO SHORE 
entering Chicago, facilities for speeding y Li NE 
special consignments—these and other —— 












PAGE 950 








Dependable 
Everywhere 


Whether shipping to American Ports 
or those of the Orient, route your 
shipments by American Mail Line 
President Liners. You are then 
assured of the best service, finest 
handling of merchandise and quick de- 
liveries at point of destination. Save 
Insurance st—time. Competitidh is 
keen. Turn your money over faster. 
Specify American Mail Line. 
A fleet of express Cargo Liners further 
guarantees you service. They augment the 
American Mail Line service from Puget 
Sound to ports of the Orient. 


For information, apply desk No.6 


32 Broadway..............New York 
1714 Dime Bank Bldg........Detroit 
110 So. Dearborn St Chicago 


Union Trust Bldg. Arcade. .Cleveland 
General Freight Office 
740 Stuart Building Seattle 


AMERICAN 


MAIL LINE 


76 offices in 22 countries at your service 


BUFFALO 


FREIGHT TERMINAL 
WAREHOUSES 


Five large, modern warehouses strategically located in 
Buffalo. Modern facilities for storage and distributing. 
Direct rail, water and truck connections. Twenty years’ 
experience behind efficient organization. Capacity for 
148 railroad cars and 7 lake steamers loading and unload- 
ing simultaneously. Office, storage and factory space 
for rent. For particulars write 


s 
BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building, Buffalo, N. Y. 
Thos. H. Hanrahan, Pres. John L. Keogh, Mgr. 
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sion, York Ice Machinery Corporation, and L. F. Bourgarée 
railroad air conditioning engineer of the same company. 
ner was served and there was a program of entertainment, 





At a meeting of the Metropolitan Traffic Association of 
New York Nov. 3, C. B. McManus, traffic manager, New Yor 
Ontario and Western, talked on highway costs and rail taxes 
It was decided to hold future meetings in the Hotel Victoriy 
The next meeting is set for Nov. 17, at which time there yj) 
be a program of entertainment. 





“Binyon-O’Keefe Storage Company Day” was observed by 
the Traffic Club of Fort Worth at the Blackstone Hotel Novy, 7 
William G. Fuller, manager, Meacham Field, spoke on “Pot. 
tiality of Aircraft as Freight Carriers of the Future.” 


DOCKET OF THE COMMISSION 


November 14—New York, N. Y.—Examiner Dillon: 
1. & S. 3821 and ist sup. order—Rags from New York City district to 
York, Pa. 
November 14—E] Paso, Tex.—Examiner Clifford: 
24960—B. & M. Motor Co, et al. vs. A. & S. Ry. et al. 
25447 (and Sub. 1)—El] Paso Packing Co., Inc., et al. vs. A. T, & 
S. F. Ry. et al. 
November 14—El Dorado, Ark.—Examiner Snider: 
25355—Lone Star Asphalt & Petroleum Corporation of Tex. et aj, 
vs. A. & S. Ry. et al. 
November 14—Columbus, O.—Examiner Worthington: 
15912—Ohio Farm Bureau Federation et al. vs. A. & W. Ry. et al, 
19901—Armour Fertilizer Works vs. A. C. & Y. Ry. et al. 
20235—National Fertilizer Assn., Inc., vs. A. C. & Y. Ry. et al, 
November 14—Washington, D. C.—Examiner Curtis: 
25437—-Borden Brick & Tile Co. vs. A. C. L. R. R. et al. 
November 14—Washington, D. C.—Examiner Warren: 
Finance No. 3836—Minnesota, Dakota & Western Ry. excess income, 
November 14—Ft. Worth, Tex.—Examiners Mackley and Hall: 
7000, part 7—Grain and grain products within western district and 
for export (adjourned hearing). 
November 14—Salina, Kan.—Examiner Fuller: 
25456—Farmers’ Union Elevator Co. et al. vs. D. & R. R. R. et al, 
November 14 to 19, incl. and 21—New York, N. Y.—Director Bartel 
or Examiner Bardwell: 
Ex Parte 104, Part I1—Terminal services (further hearing). 
November 15—Washington, D. C.—Examiner Mattingly: 
1. & S. 3130, part 11—Stone, southwestern rates, and consolidated 
southwestern cases (adjourned hearing). 
November 15—Washington, D. C.—Examiner Leasure: 
Valuation No. 1087—East Erie Commercial R. R. 
November 15—El Paso, Tex.—Examiner Clifford: 

25425 (and Sub. 1)—John H. Grant Co. vs. A. T. & S. F. Ry. et al 
November 16—New York, N. Y¥Y.—Examiner Dillon: 
24000—McConnell & Co., Inc., vs. N. Y. N. H. & H. R. R. 
25067—-Onondaga Pottery Co, et al. vs. A. C. L. R. R. et al. 

* 25347—Hartford Faience Co, vs, A. C. L. R. R. et al. 


November 16—St. Louis, Mo.—Examiner Disque: 
25518—Blackmer & Post Pipe Co. vs. A. T. & S. F. Ry. et al. 
November 16—Atchison, Kan.—Examiner Fuller: 
21080—Sub. 3—Allton Automobile Co. et al. vs. A. & S. Ry. et al 
21080—Sub. 4—Andrew County Oil Co. et al. vs. A. & S. Ry. et al. 
21080—Sub. 5—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et al 
November 16—Fairmont, Ind.—Public Service Commission of Ind.: 
Finance No. 9311—Joint application of P. C. C. & St. L. R. R. and 
Pa. R. R., lessee, for authority to abandon that part of the Muncié 
Branch of the P. C. C. & St. L. R. R. extending from Convers 
to Matthews, Ind. 
November 16—Argument at Washington, D. C.: 
1. & S. 3660—Rates on Bristol and Norton Lines of N. & W. Ry. 
7865—Chamber of Commerce of Johnson City, Tenn., vs. Sou. Ry. 


et al. 
——— 16—Salt Lake City, Utah—Public Utilities Commission of 


Finance No. 9608—Application Union Pacific R. R. for permission to 
a its line between Grass Creek Jct. and Grass Creek Mine, 


November 17—Washington, D. C.—Examiner Brown: 

Valuation No. 1098—In re valuation of Fore River R. R. Corp. 
November 17—Argument at Washington, D. C.: 

16750—National Poultry, Butter & Egg Assn. et al. vs. A. & RB. 

R. R. et al. 

November 17—New York, N. Y.—Examiner Dillon: 

24645—Phoenix Utility Co. vs. Pa. R. R. et al. 
November 17—St. Louis, Mo.—Examiner Disque: 

25536—General Electric Co. vs. Alton R. R. et al. 
November 17—Jackson, Miss.—Examiner Snider: 

25401—Tallulah Oil Mill & Gin Co. et al. vs. A. G. S. R. R. et al 
November 17—Phoenix, Ariz.—Examiner Clifford: 

25326—Phoenix Roofing & Supply Co. et al. vs. A. T. & S. F. Ry: 


et al. 

25316—Maricopa Packing Co. vs. A. T. & S. F. Ry. et al. 
November 17—Washington, D. C.—Examiner McManamy: 
* 13413—Automatic train control devices, C. R. I. and P. 
November 18—Omaha, Neb.—Examiner Fuller: 

22217—Concrete Engineering Co. vs. A. T. & S. F. Ry. et al. 
November 18—Argument at Washington, D. C.: 

1. & S. 3757—Building material in the south and southwest. 
November 18—Phoenix, Ariz.—Examiner Clifford: 

24963—-Apache Powder Co. vs. S. P. Co. et al. 
November 18—New York, N. Y.—Examiner Dillon: 

25463—Jill Bros., Inc., vs. Ry. Express Agency, Inc., et al. 
November 18—New York, N. Y.—Public Service Commission o 
New York: 
Finance No. 9571—Application N. Y. C. R. R. for permission to 
abandon its Mahopac Falls branch in Putnam County, N. Y. 
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MOOREMACK GULF LINES 


WEEKLY SAILINGS 
From BOST on od PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
versa, 


M na to NEW ORLEANS end MOBILE direct or transhipment 
wes paul rom LADELPHIA and vice versa. . 


Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 
For rates and other information, epply to the nearest of these offices: 

NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 
PHILADELPHIA, Bourse Bldg. DETROIT, Industrial Bank Bidg. 
BALTIMORE, Seaboard Bldg. CHICAGO, 503 Marquette Bidg. 
TAMPA, Stovall Prof. Bldg. MEMPHIS, Cotton Exchange Bidg. 
MOBILE, Meaher Bidg. PITTSBURGH, Oliver Bidg. 
BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 

Docks, Charlestown ST. LOUIS, Railway Exchange Bldg. 


Ny, SNORTHWEST 








MINNEAPOLIS ie = 
Wholesale District 


301 North Seventh St., 
YS Minneapolis, Minn. 


S,. 


Importers’ Bonded Warehouse 
and 
Bienville Warehouses Corporation, Inc. 
R. W. DIETRICH, President 
NEW ORLEANS, LA. 
Complete Warehousing and Distribution Service for 
New Orleans and its territory. 


200,000 square feet of storage space with track room 
for 30 cars at one placement. Licensed by and bonded 
to the State of Louisiana, and the U. S. Government. 
Office, 340 Bienville St. 


Member A. C. W.—A. W. A. 






M.A.T. Lake and Rail Service 
Closes November 30th. Take 
Advantage of This Money 
Saving Route Before the 
Close of Navigation. 


MINNESOTA-ATLANTIC 
TRANSIT COMPANY 


New York _ Buffalo Detroit Minneapolis 
Philadelphia Cleveland St. Paul Duluth 





The Traffic World 





A WAREHOUSING COMPANY 






























Speeding Up Progress for 
Traffic Managers 


Big business institutions are on the lookout for men who can save 
them money. alle training in Traffic Management equips a 
man to demonstrate unusual savings—and as a result to advance 
rapidly in his’ profession. C. E. Veth, Traffic Manager of the 
Smith Agricultural Chemical Company, Cleveland, Ohio, saved 
his firm $10,600 in overcharges through his newly organized traffic 
department. “My. subsequent salary increase of 200 per cent,” 
writes Mr. Veth, “is due i in ap eee to the study and appli- 
cation of your training.” Whether you have been in traffic work 
for many years or are just entering this profitable field, you need 
LaSalle’s 64-page booklet, “Opportunities in Traffic Management.” 
Send for it today. It’s FREE. Address Dept. 1195-T. 


LaSalle Extension University, Chicago, Ill. 


QUAKER LINE 


Dependable Intercoastal Service 
Between 
Albany, N. Y. Philadelphia 
Boston, Mass. Baltimore 
New York 
and 
Cristobal (Canal Zone), San Diego, 
Los Angeles, San er Oakland, 
Alameda, Portland, Seattle, Tacoma. 
For rates, schedules and other particulars apply 


QUAKER LINE 


PHILADELPHIA—The Bourse BALTIMORE—Keyse 
BOSTON—33 Broad Street CHICAGO n3a7 So LeSlie st 
NEW YORK—17 Battery Place DETR 


OlT—General M Milde 
ALBANY—D & H Building PITTSBURGH—Gulf Buildin 
EASTON, PA.—Drake Bids. DAYTON, OHIO—18 Riverdale St. 







Se 
PLANOGRAPHS 


Quick - Accurate - Economical 


We announce the opening of a 
Planograph Department for Tariffs, 
Exhibits, Statements, Bills of Lading, 
etc. Reproduce direct from origi- 
nals. Also other reproduction work. 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers 
Keogh Building 
732-738 W. Van Buren Street 


CHICAGO, ILL. 
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November 18—Washington, D. C.—Examiner Archer: . 
* i. S. 3820—Classification ratings on vegetables in the west. 
November 19—Birmingham, Ala.—Examiner Pats: 
23344—Henry G. Brabston et al. vs. L. & N. rs et al. 
24585—J. R. Thames & Co. et al. vs. A. C. vi .  & al. 
November 19—Phoenix, Ariz. —Examiner an taal 
23813—Arizona Seed & Floral Co. et al. vs. A. 
November 19—Omaha, Neb.—Examiner Fuller: 
25411—Sunderland Bros. Co. vs. Alton ." R. et al. 
November 19—Argument at Washington, D. C.: 
20946—Brown County Oil Co. vs. A. & s. Ry. me al. 
21755, Sub. 1—Moline Consumers Co. vs. C. B. & Q. R. 
7 aa County Cooperative Oil Assn. -’ al, 


Ry. et al. 
: 23016— White Eagle Oil Corp. vs. A. T. & 8S. F. Ry. et al. 
November 21—Muskegon, Mich.—Michigan Public Utilities Commission: 
Finance No. 9651—Application Pere Marquette Ry. to abandon its 
line between Mears Jct. and Pentwater, Mich. 
November 21—Omaha, Neb.—Examiner Fuller: 
i Lumber Co., Atkinson, Neb., et al. vs. A. T. & S. F. 
y. eta 
November 21—Argument at Washington, D. C.: 
24633—Vineland ‘een Exchange, Joseph L. Hadsell, 
et al. vs. 7. aes al. 
24245—Badger Paper Mills Inc., vs. C. & N. W. Ry. et al. 


T. & S. F. Ry. et al. 


trustee, 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Vohmue (26 Numbers) 


Prompt Service and Work Guaranteed - 
We Also Bind mii Cinds of of Publications 


The Book Shop Bindery a. 





BS Stovers,Distrotors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
Sprinkled Buildings 


oa 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Pm ', in One Book! 





Rates and Routin 


G. R. “Leonard d & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


ATTORNEYS AT LAW 











i wa HARRY C. AMES 
ore e 

INTERSTATE Pert Spry tel 
COMMERCE Hor meen Atterney and Examiner 


COMMISSION PO Bidg., Washington, D. C. 
H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 


Okiahema City Office, Petreoleam Bldg. 
Washingten Office, Seuthern Bidg. 






The Traffic World 


vs. C. & N. W. 



















Vol. L, No, 3 








a & Traffic Board, Miami, Fia., et al. vs. F. 5, CR 
et al. >. 






November 21—Chicago, Ill.—Examiner ye oe a3 
25400—J. H. Place Fuel Co. vs. C. M. St. P. & P. 
25311—Pittsburgh ” Waterproofing Co. vs, b. & O. R. 


November 21—Huntsville, 2 Snider: 
25375—Spruce Pine Sand Co. vs. C. R. I. & P “ et al. 
25504—Richardson Lumber Co., Inc., a L. & N. R. R. et al, 
25569—Alabama Grocery Co. et al. vs. A. T. & 8. F. Ry. et al, 


November 2i—New York, N. Y.—Examiner Dillon: 
— —_ _ 1)—Nassau County Village Officials Assn. vs. P 
a et al. 
November 21—Washington, D. C.—Examiner Curtis: 
25501—Brookland Coal Co., Inc., et al. vs. D. & H. R. R. Corp. ety 


November 21—Kansas City, Mo. —Examiner Disque: 
24412—Willis Norton Co. vs. C. R. I. & P. Ry. et al. 
25446—Jones Stores Co., Inc., vs. C. & N. W. Ry. et al, 


November 21—Jacksonville, Fla.—Examiner Hoy: 
18364—Georgia Public Service Commission vs. A. CF. L.- = R 


November 21—Denver, Colo.—Public Utilities Commission of Colo, 
‘Finance No. 9556—A pplication Denver Intermountain & Summit Ry 
to acquire and operate a line of railroad between Denver and 
Leadville, Colo., and certain branches thereto. 
Finance No. 9582—Application Denver, Leadville & Alma R. R. ty 
acquire and operate a line of railroad between Denver and Leaj. 
ville, Colo., and certain branches thereto. 
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R. et al, 





















































NATIONAL TRANSPORTATION COMMITTEE 


Following a meeting of the National Transportation Cop 
mittee November 9 at its headquarters in the Empire Sta 
Building, New York, Calvin Coolidge, chairman, denied report 
that the committee had practically concluded its investigation 

“The National Transportation Committee met today t 
formulate plans,” he said. “We received reports on the progrey 
of the investigation. The work is just beginning, and, of cours 
no conclusions have been reached. We plan to ask varioy 
groups interested in the subject of the investigation to submit 
suggestions in writing. It will be at least two months mor 
before we can expect to make any report. 

“We are planning to have meetings in the early part o 
December, but whether we shall have any before that is not 
certain. What we want to get as soon as We can are the n® 
ports from the various groups who are interested. Of cours, 
it will take some time for the groups to formulate their report 
to us and probably in the meantime we will not have an 
meetings.” 
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GAY 
SO WAREHOUSES Ca \ 
lease. Merchandise storage. Pool cars distributed NN 7) 


Close to ‘Loop.’ Office and warehouse space for 


Tunnel, water, rail and truck facilities at door. wd 


519 W. ROOSEVELT ROAD CHICAGO 





TRAFFIC MANAGERS 





























T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Departmental Service Commerce 


713 Mills Bldg. 
WASHINGTON, 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Specialists 





D. C. 










Valuation 


Experts 


Cost Statistical Analyses—Matters Relating 
hg ce a Fam and Valuations 


648 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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